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As Handy as Your Telephone 


ERIE 


~ TRAFFIC 
“¥ REPRESENTATIVES 


There is an Erie traffic representative near you. 
Call him up. Ask him if Erie’s fast freight trans- 
portation and on-time deliveries can improve your 
service to customers. His answers will be honest 
... his information, accurate and intelligent. Call 
him up. He is a m-i-g-h-t-y good man to know. 


RAILROAD SYSTEM 
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Isthmian Steamship Lines |} 


ISTHMIAN STEAMSHIP COMPANY 
General Offices: 50 Trinity Place, New York, N. Y. 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Rockefeller Bldg., CLEVELAND, OHIO. Union Trust Bldg., CINCINNATI, OHIO. . J. HAD 
Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Philadelphia, Boston, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
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San Diego, Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to 
New York, Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 


Bi-monthly Service to and from Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, Newport News, Boston, 
New Orleans. Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, Portland, Seattle and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom) 





Hold your product where : 
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can be taken of changing markets 

Cc 

When a sudden ‘“bulge’’ in the price and storage, your consignment will await § 
of your commodity is your signal to sell, your instructions for instant forwarding 

have your product here, stored in transit, to any destination. Our location on the C 

where it can be shot into the best market St. Joseph Belt Railway affords immedi- I 

at a moment’s notice. Wire us. We’ll ate switching to all trunk lines—without I 

do the rest. charge. \ 

Here, inthe center of the country, in :, 
modern fireproof warehouse buildings Write for full particulars of this 

with every facility for proper handling simple, reliable ‘‘in transit’’ service. I 
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TERMINAL WAREHOUSES OF ST. JOSEPH, INC ' 
s J . 

Cold Storage Capital $400,000.00 Merchandise Storage ; 
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South St. Joseph, Missouri = 
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REGULAR 
INSPECTION 


ASSUT ECS 


PERFECT 
CONDITION 


The cars that transport your product to 
market are representatives of your company. 


Are they competent representatives? Do 
they perform their duties in a thoroughly 
efficient way? If yours is a liquid product, 
for example, is it transported with minimum 
danger of delayed delivery or excessive 
evaporation loss? Is the appearance of 
your cars in keeping with the impression a 
worthy “salesman” should create 


Lhe K, If the answer to any of these questions is 
ak (,IGERA Op negative, you will find it to your advantage 
cand to investigate a North American Lease. 
se@lenmecam@ North American Cars are maintained not 
CARS merely to “get by’’ but to meet unusually 
ws high service standards. Frequently in- 
spected and regularly conditioned in our 
own shops, they are modern cars in sound 
condition throughout. You may depend 
upon them to serve as efficient and credit- 
able representatives of your company. 


You will find the complete North American 
story of interest. May we tell it to you? 


A North 


American 
Car Lease 
Is Sound 
Business 
Economy 


NORTH AMERICAN 
CAR CORPORATION 


N. L. Howard, President 


Dept. 3, 327 South La Salle St., Chicago 
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Ship repeat orders on Christmas Goods 


@When good customers under-order 
on holiday goods you can count on 
three things. First, they will send 
you re-orders late in the season. Sec- 
ond, they’ll want immediate delivery. 
And third—by shipping via Railway 
Express—you can give them depend- 
able, high speed service. 


The Traffic World 


Twenty-three thousand Railway Ex- 
press offices are at your service to 
help you get the greatest possible 
benefit from fast transportation. 
Nearly a century of accumulated ex- 
perience in packing, routing and han- 
dling methods stands back of the 
friendly advice which any of our rep- 
resentatives will be glad to give you. 
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BY RAILWAY 
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RAILWAY EXPRESS AGENCY, Ine. 








How you can IMPORT more cheaply 





Did you know that 67 steamship 
lines are running an average of 


your goods are destined for 
midwestern consumption, you 
358 ships a month in and out of _ will save still further on the rail 
Houston to every part haul, since Houston is 
of the civilized world? You Can Save Money the nearest port to the 
Practically all of these Midwest. 












leave with full cargo, IMPORTING “y 
but many return in With high tariffs eat- “ 
ballast. Extremely ad- ae ee ing into your profits " 
vantageous rates are [EXPORTING you must keep ship- i 
offered on the return ping costs down to : 
trips on either full car- through rock bottom to make ‘ 


goes or parcel lots. If money. 


HOUSTON 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





ee 





FREE TRANSPORTATION 


W® regard it as a matter for congratulation that the 
major eastern railroads have decided that, after 
the first of the year, the iss suance of 1 free or. reduced rate rate 
passenger transportation will be confined _ to “directors, 
officers, and employes of railroads who are carried _regu- 
larly and in good faith on the payroll of the railroad for 
the the account of which such transportation is requested 
and who devote substantially all t 
railroad business. 
AO 

The announcement says that “practically all” of the 
“major” railroads in eastern territory have reached this 
decision. It means, unless those outside what are in- 
cluded in “practically all” and “major” are sufficient in 
number and power to render the arrangement futile, that, 
in that territory, there will be no more free transporta- 
tion to ministers, educators, and others who, by some 
stretch of the imagination or elastic practice, are now 
entitled to it, if the railroads care to give it, and that 
men who hold jobs as directors or something else on rail-_ 





Toads ; as a side line or merely to entitle them to privileges 


ON ny 


heir wo orking time to 
quan Suiehe teceentieeeanal 


full of they may be on their way to a meet- 
ing of shippers called for the purpose of doing somethin 
used in announcing the decision would seem to bar trom 
the free transportation privilége even bona fide | directors 


ee 


who do not “devote substantially all their time to rail... 








road business.’, We are doubtful as to whether that was 


entiftly Intended, our doubt arising not from any ques- 
tion as to the clearness of the language, but because it 
seems such a radical step. We think it justified, how- 
ever, for there is no good reason, in our opinion, why a 
representative man in a community, chosen as a railroad 
director because of his business standing and ability, 
should, from the moment he begins drawing a ten dollar 
gold piece for each meeting of the board he attends, also 
begin loading up with passes for himself and the members 
of his family for transportation all over the country, on 
other lines than the one to whose board he has been 
elected as well as on his own. Passes for railroad men 
only is what the new policy means, being fairly inter- 
preted; it would even seem to bar members of railroad 
men’s families from the privilege—though, again, we are 
in doubt as to whether that much was intended. 

Time will develop with what, if any, mental reserva- 
tions this new policy has been adopted, but, even mak- 
ing every allowance possible for its not meaning all it 
says, it is a forward step that we hope will be followed 
by railroads in other territories as well as by those in 
eastern territory that are still holding out. It is not as 
long a step as we think should be taken, but it is in the 
right direction and gives hope of farther progress in the 
future. It is much that railroad men are thinking along 
correct lines and have the courage to do even as much as 
they have done. The ultimate to be desired, of course, 
is a situation where only bona fide railroad men, travel- 
ing on railroad business on their own lines, would receive 
free transportation. We do not expect that yet awhile 
—but we are free to confess that we did not expect so 
soon even what has now been done. 


SAUCE FOR THE GOOSE— 


RESIDENT Hoover, the great advocate and chief 
sponsor of inland waterway transportation, is now 


they < otherwise would not receive because their principal worried about “cut-throat competition” in this business. 


business "is, for instance, that of shi 









We do not know to just what situation he refers but, of 


transporting, will no longer go about with their pockets. course, he is right in his thought that there should be 
el 
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the same regulation in this phase of transportation that 
applies to other phases. If one railroad is not to be al- 
lowed to cut the throat of another railroad, then water- 
way operators ought to be restricted in the same way 
with respect to each other. If a principle is sound with 
respect to rail transport regulation, it is sound with 
respect to water transport. 

One wonders, however, whether the government’s 
own barge line is feeling the effects of such competition 
from privately-owned and operated lines and, if so, why? 
Surely the government enterprise, with the public pay- 
ing, in taxes, its cost of capital, its taxes, its insurance, 
its office expenses, and even its postage, ought to be able 
to hold its own against private owners who must pay all 
these things themselves! His message to the Atlantic 
Deeper Waterways Association does not say just what 
situation he had in mind; perhaps he was even thinking 
of depredations committed by his own government barge 
line against the private operators, rather than the con- 
trary—but, surely, if this were the case, he could stop it. 
The government is the master of even General Ashburn. 

But what we had in mind principally in this connec- 
tion was the President’s appreciation of the evil of cut- 
throat competition as between waterway operations, 
though he apparently has no such idea with respect to 
the same kind of competition between the waterways— 
or, at least, the government waterway enterprise—and 
the railroads. If the government, with his knowledge and 
sanction, is not giving the railroads unfair competition, 
we do not know what unfair competition is. Never a 
word has there been from him indicating that he appre- 
ciates this fact or that he has ever heard a complaint 
about it; instead, he prides himself and his administra- 
tion on the large sums of money that have been spent and 
that it is proposed to spend in developing this enterprise 
for the benefit of some of the people—at the expense of 
all of them and to the great harm of some of them. 


A MATTER OF BEHAVIOR 


T is a curious phenomenon, not due, in our opinion, to 

prohibition or to any other particular condition of the 
times that we can identify, that, wherever men are gath- 
ered together at banquets or meetings attended by out 
of town visitors, there is so much drunken disorder as to 
disgust persons of different tastes or who are attending 
the meetings for serious purposes. Men who do not in- 
dulge in these practices need not feel insulted by these 
remarks, for we realize that they are in the majority. 


We are not discussing this matter from the point of 
view of morals, law observance, or even temperance. We 
realize the right of a man to get drunk if he wishes to do 
so—at least, we are not disputing it. We are speaking 
only for decent behavior at gatherings where the other 
kind of behavior is annoying and disgusting to those who 
do not indulge in it and who have a right to attend the 
gatherings for the ostensible purposes back of them with- 
out having it made more or less impossible for them to 
enjoy themselves or to benefit from the programs adver- 





tised, and where it reflects on the organizations regpop. 
sible for the gatherings. 7 


It is a peculiar phase of our life that so many pe. 
sons think of such gatherings only in terni& of drinking 
and disorder and that they are permitted to attend them, 
on expense accounts, when their presence is no more yal. 
uable to their employers, for whom they are supposed ty 
be getting business and making valuable contacts, than 
it is to the organizations whose meetings they disgrace, 
This kind of riffraff is not wanted at decent affairs and 
those for whom it works in its sober moments ought to 
take measures to insure its decent behavior when it does 
muscle in among self-respecting persons. It seems to ug 
that those who have some standards in this respect ought 
to do something about it to the end that it will just not 
be “the thing” for men to conduct themselves in this 
fashion at places where one has a right to look for de. 
cency. Having a good time or even taking a drink does 
not necessitate the behavior of a hoodlum. 


RAIL PASS RESTRICTIONS 


The Traffic World New York Bureau 


As a result of studies made under their direction, it has 
been announced by the presidents of substantially all of the 
major railroads in eastern territory that: 


“Effective January 1, 1933, it will be the purpose of such 
carriers to issue free or reduced rate complimentary or ex- 
change transportation only to directors, officers, and employes 
of railroads who are carried regularly and in good faith on 
the payroll of the railroad for account of which such trans- 
portation is requested and who devote substantially all their 
working time to railroad business.” 


TRANSPORTATION REFERENDUM 


The referendum of the Chamber of Commerce of the United 
States on the report of its special committee on railroads is 
now in progress. (See Traffic World, Oct. 1, p. 611.) It is en- 
titled, “Referendum No. 62, on the report of the special com- 
mittee on railroads.” Members are now receiving a pamphlet 
containing the committee report and arguments in the nega- 
tive on alternate pages, the information therein to be utilized 
by members in reaching decisions as to their votes on the 
specific questions presented. The specific recommendations on 
which the vote is being taken follow: 


1. Financial stability of railroads requires replacement of section 
15a of the interstate commerce act with a provision directing the Com- 
mission, in fixing just and reasonable rates, to consider effects on 
traffic movement, on provision of efficient service at lowest consistent 
cost, and upon reasonable average return that will permit in time 
of general business activity reasonable reduction of indebtedness and 
accumulation of adequate reserves. 

2. The existing recapture clause of section 15a should be retro- 
actively repealed. 


3. The elaborate processes of valuation should cease upon com- 
pletion of the original valuation of a railroad with the Commission 
thereafter merely keeping itself informed as to changes in plant. 


4, Regulation of railroads should be reduced to the point where 
it will be cunfined to assurance of fair rates and of public safety and 
will avoid interference with functions belonging to management. 


5. Water transportation as well as highway transportation should 
be opened to railroads on an equal basis with water and highway 
carriers. 

6. Railroads should be allowed to establish new rates quickly in 
order to meet competition from other forms of transportation. 

7. The long-and-short-haul clause should be amended to place 
upon the railroads responsibility for determining whether proposed 
rates will be reasonably compensatory for the services performed. 

8. Railroad management should make special efforts to accom- 
modate rates to current economic conditions, and regulatory authori- 
ties should permit such rates to be promptly effective. _ 

9. The period within which reparation claims may be filed agains 
railroads for excessive rates and over-charges, and by railroads against 
shippers for under-charges, should be substantially shortened. 

10. Reparation should be awarded only to persons suffering 4¢- 
tual damage. 

11. The Commission should have authority to delegate powers to 
individual commissioners, with right of appeal to the Commission. ‘ 

The Commission should have authority to delegate powers at 
routine matters to boards of employees of the Commission, with rig! 
of appeal to the Commission. 
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Current Topics in 
Washington 





No matter how bruised in his 
political side one may be next Wed- 
nesday morning, he will be entitled to 
draw comfort from comparison with 
some of his ancestors who lived, say, 
618 years ago They held elections as 
long ago as that. In fact, it was the custom of the tribes of 
northern Europe to elect their war lords, who also became 
their rulers. Even after the hereditary principle took hold 
among them, they went through the form of electing their 
leaders. 

In October, 1314, the electors of the Roman Empire, later 
also called the Holy Roman Empire (abolished by Napoleon 
Bonaparte in 1806), elected two emperors, Frederick Hapsburg, 
the Handsome, and Louis, Duke of Upper Bavaria, generally 
designated as Louis the Bavarian. 

This plethora of emperors resulted from the fact that there 
were rival claimants as electors of Bohemia and Saxony. They 
had no congress in those days to create an electoral commis- 
sion, as was done in this country when there were rival elec- 
ters from Louisiana, South Carolina, and Florida, in 1876. Louis 
had five votes, including two from Saxony and Bohemia, while 
Frederick had four, including also two from Saxony and 
Bohemia. 

Each candidate was crowned, Hapsburg at Bonn and Louis 
at Aachen (Aix La Chapelle), where Charlemagne, creator of 
the revived Roman Empire, is buried. 

Were the fight between Hoover and Roosevelt as close as 
between Tilden and Hayes in 1876, no American, it is believed, 
could imagine each raising an army to carry on a war for 
seven years, coming to an end, so far as the issue between 
the two was concerned, with the capture of one of them, the 
fate that came upon the Hapsburg in 1322. 

It took England until near the end of the seventeenth cen- 
tury to find a way for the regulation of the succession to the 
crown. There are weak places in our own method of electing 
presidents. Were men disposed to go to war about such things 
now they could be used as excuses for appeals to arms. But 
Tilden’s patriotic course in 1876, it is believed, made war on 
account of a disputed presidential election in the United States 
the remotest of remote possibilities. 


Election Methods a 
Bit Better Now 
Than in Earlier Days 





Nothing probably was ever clearer 
than the fact, brought out in the sugar 
hearing before Examiner Disque this 
week, that, at present, government 
money is pulling against government 
2 money. The government improved the 
Mississippi. It established the federal barge line. Now it is 
lending money to keep from going into bankruptcy railroads 
that have lost money because, among other things, the car- 
Tiers by water have deprived them of traffic. 

More than that, the indication at that hearing has been 
that the Commission, in saying on what basis joint rates be- 
tween the federal barge line and the railroads should be made, 
gave the government barge line such a spread that the estab- 
lishment of other barge lines was encouraged. The latter now 
view with alarm suggestions that the spread or differential be 
Teduced so as to enable the railroads to get a larger share of 
the traffic, lest they lose their financial lives. The federal 
barge line, by its reports, created the impression of great 
Prosperity. 

But, worst of all, from the point of view of those, among 
—— are the commissioners, who think it is not healthy for 
maustries having large tonnage to be in the transportation 
usiness, industries are in transportation, in competition with 
the government barge line, to the extent, seemingly, that there 
§ @ prospect that rates will be brought down to a level mean- 
me loss for all, even as the trucks have created the question 
Ms — they will not cause the ruin of some railroads as 

ell as the truck owners themselves. 
in se much opposed the Commission is to having industries 
€ transportation business can easily be recalled by those 
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who have read its tap line reports, its industrial railways re- 
ports, and its finance reports denying common carrier status 
to railroads owned by industries. Last, but far from least, is 
the litigation it induced the Attorney-General to initiate against 
the Elgin, Joliet and Eastern with a view to having the courts 
say that the commodities clause forbids the carriage by rail- 
road of commodities produced by the owners of common Car- 
riers, instead only of carriage by railroads of commodities pro- 
duced by them. 

The mess the government has made by its venture into the 
hitherto private company business of transportation suggests 
a major tragedy in the wrecking of some railroads to which 
government money has been loaned to overcome a situation 
due, in part, to its promotion of navigation on the rivers. A 
resumption of business at such a tempo as would require the 
use of all the transportation facilities resulting from the use 
of government money in the establishment of the federal barge 
line, of ships on the ocean, and for the continued operation of 
railroads that, but for government money, ‘are bankrupt, it 
might be suggested, now seems the only possible way of escape 
from a situation the like of which has not been known before 
by men conversant with business affairs in the last forty years. 

The states, to a certain extent, are believed to be putting a 
curb on the foolishness of those who have invested their money 
in trucks. That means not only those who operate them. It 
means also the manufacturers who have their money tied up 
in trucks their supersalesmen sold to optimistic truck drivers 
who thought they knew how to manage transportation enter- 
prises but are now working for three meals a day and money 
enough to pay for gasoline and oil without thought of laying 
money away to buy new trucks when the present ones are 
worn out. And that classification wholly overlooks that not 
small class that have not yet completed their installments on 
their trucks. 





“A railroad is the only thing on earth 
required to obtain a permit from the gov- 
ernment before it can grab a life preserver,” 
said W. A. Northcutt, general solicitor of 
the Louisville and Nashville, after he had 
listened for a day to testimony by southern 
railroads in the sugar hearing before Examiner Disque, in de- 
fense of the rates they had proposed for their self preservation. 


Permits for 
Life Preservers 
Suggested 





Fairfax Harrison, president of 
the Southern Railway, at the com- 
pany’s recent annual meeting, com- 
mented on the criticism of regula- 
tory bodies sent to him by a stock- 
holder of the company living in 
California. The criticism sat-well on Harrison’s chest only in 
part. He said: 


Flowers for the 
Federal Body, Bricks 
for State Commissions 


When a man writing an editorial in a newspaper favorable to us, 
or a stockholder impatient for his dividend, expresses contempt of 
these commissions, he discredits his judgment. The members of the 
Interstate Commerce Commission are doing an extraordinarily good 
job, considering the problem they have before them. I don’t always 
agree with them, but they are men of ability, honest men, and are 
doing their best and are less subject to political influences than any 
other body we have holding office in America. State railroad com- 
missions, on the other hand, are often actuated by political influences 
and every now and then they commit what seems to us a capital 
crime, but, generally speaking, they, too, are fair. 





Now that the railroads are asking fourth 
section relief or reducing rates on account 
of water competition, those who have been 
around the Commission only fifteen or 
twenty years are hearing things queer to 
their ears. The things that sound unlike 
those to which the Commission habitues, so to speak, are accus- 
tomed, are utterances of the men who have been mixed up in 
the rate-making of carriers by water. 

“According to reliable information the rate (on sugar) has 
been 54 cents,” wrote a newspaper correspondent whose spe- 
cialty had been water carrier rates, in telling about a railroad 
rate. Being accustomed to reporting rates maintained by some, 
if not all, water carriers, he was not to be caught saying that 
the rate was so and so, though he was speaking about a rail- 
road rate. Knowing about rates of carriers by water, he was 
not going out on a limb to say that a railroad rate was so and 
so, when it might be something else. 

While the sugar hearing was going on, though that was 
not a fourth section proceeding, Illinois Central men, who, of 
course, had to smile on account of the reticence of the car- 
riers by water about their rates, called attention to testimony 
by Andrew P. Calhoun, vice president in charge of traffic of 
the American Barge Line Company, given at the New Orleans 
hearing last July, on the application of the Illinois Central 
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and the Yazoo and Mississippi Valley for fourth section relief 
on petroleum products from the New Orleans-Baton Rouge 
group to Memphis, Paducah, Owensboro, and Louisville, fourth 
section applicaton No. 14734, on which Examiners Hoy and 
Peyser made a proposed report this week. 

Peyser, not being familiar with the reticence, not to say 
profound secrecy, about rates made by the carriers using the 
rivers improved by the government, on their port-to-port busi- 
ness, asked Mr. Calhoun to confirm or deny testimony to the 
effect that the rate from New Orleans to Pittsburgh, on petro- 
leum products, was in excess of 25 cents a hundred pounds. 
Mr. Calhoun had resisted all efforts to have him tell what rate 
his line was charging, though he had said: “I am asking the 
Commission to deny the fourth section application to reduce 
the rail rates to the river ports in order to allow the petroleum 
traffic to remain in possession of the water carriers.” 

Peyser thought he would try for enlightenment and this 
is the stenographic reporter’s story of his effort: 


Examiner Peyser: Would you be willing to state whether or not 
the rate is in excess of 25 cents a hundred? There happened to be 
some testimony here to that effect, and I just wanted to know if you 
would confirm or deny it? 

Witness Calhoun: As the rate is a confidential rate I don’t quite 
feel that it is necessary for me to name the rate. 

Examiner Peyser: Then you would not be willing to say? 

Witness Calhoun: I would prefer not to say. 


—A. E. H. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first nine 
months of 1932 had a net railway operating income of $202,- 
456,126, which was at the annual rate of return of 1.04 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
nine months of 1931, their net railway operating income was 
$409,337,148, or 2.09 per cent on their property investment. 
Continuing, the bureau says: 


Property investment is the value of road and equipment as 
shown by the books of the railways, including materials, sup- 
plies and cash. The net railway operating income is what is 
left after the payment of operating expenses, taxes and equip- 
—— rentals but before interest and other fixed charges are 
paid. 

This compilation as to earnings for the first nine months of 
1932 is based on reports from 167 Class I railroads representing 
a total of 242,185 miles. 

Gross operating revenues for the first nine months of 1932 
totaled $2,363,830,088, compared with $3,279,215,951 for the same 
period in 1931, or a decrease of 27.9 per cent. Operating expenses 
for the first nine months of 1932 amounted to $1,851,366,489 com- 
pared with $2,524,366,240 for the same period one year ago, or 
a decrease of 26.7 per cent. 

Class I railroads in the first nine; months of 1932 paid $221,- 
213,744 in taxes compared with $245,582,455 for the same period 
in 1931, or a decrease of 9.9 per cent. For the month of September 
alone, the tax bill of the Class I railroads amounted to $23,760,919, 
a decrease of $2,493,985 under September the previous year. 

Sixty-eight Class I railroads failed to earn expenses and taxes 
in the first nine months of 1932, of which 21 were in the East- 
ern, 16 in the Southern and 31 in the Western district. 

Class I railroads for the month of September alone had a 
net railway operating income of $49,646,869, which, for that month, 
was at the annual rate of return of 1.59 per cent on their prop- 
erty investment. In September, 1931, their net railway operat- 
ing income was $55,428,260 or 1.77 per cent. 

Gross operating revenues for the month of September 
amounted to $272,473,363, compared with $350,255,735 in Septem- 
ber, 1931, a decrease of 22.2 per cent. Operating expenses in 
September totaled $189,376,913 compared with $258,201,567 in the 
same month in 1931, a decrease of 26.7 per cent. 


Eastern District 


Class I railroads in the Eastern district for the first nine 
months in 1932 had a net railway operating income of $145,770,773, 
which was at the annual rate of return of 1.56 per cent on their 
property investment. For the same period in 1931, their net 
railway operating income was $215,525,063 or 2.32 per cent on 
their property investment. Gross operating revenues of the Class 
I railroads in the Eastern district for the first nine months in 
1932 totaled $1,211,813,729, a decrease of 26.2 per cent below the 
corresponding period the year before, while operating expenses 
totaled $913,293,568, a decrease of 27.6 per cent under the same 
period in 1931. 

Class I railroads in the Eastern district in the month of 
September had a net railway operating income of $25,227,837 
compared with $26,320,630 in September, 1931. 


Southern District 


Class I railroads in the Southern district for the first nine 
months of 1932 had a net railway operating income of $11,573,610, 
which was at the annual rate of return of 0.47 per cent on their 
property investment. For the same period in 1931, their net 
railway operating income amounted to $33,884,254, which was at 
the annual rate of return of 1.38 per cent on their property in- 
vestment. Gross operating revenues of the Class I railroads in 
the Southern district for the first nine months in 1932 amounted 
to $284,013,329, a decrease of 29.5 per cent under the same period 
in 1931, while operating expenses totaled $239,923,307, a decrease 
of 27.4 per cent. 

Class I railroads in the Southern district for the month of 
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September had a net railway operating income of $4,243,018 com. 
pared with $2,123,578 in September last year. 


Western District 


Class I railroads in the Western district for the first ning 
months in 1932 had a net railway operating income of $45,111,743 
which was at the annual rate of return of 0.58 per cent on thejr 
property investment. For the same nine months in 1931, the 
railroads in that district had a net railway operating income of 
$159,927,831, which was at the annual rate of return of 2.04 per 
cent on their property investment. Gross operating revenues of 
the Class I railroads in the Western district for the first ning 
months’ period this year amounted to $868,003,030, a decrease of 
29.7 per cent under the same period in 1931, while operating 
expenses totaled $698,149,614, a decrease of 25.1 per cent com. 
pared with the same period in 1931. 

For the month of September alone, the net railway operating 
income of the Class I railroads in the Western district amounteg 
to $20,176,014. The net railway operating income of the same 
roads in September, 1931, totaled $26,984,052. 


Class I Railroads—United States 
Month of September 


Per Cent 
1931 Decline 

Total operating revenues...... $ 272,473,363 $ 350,255,735 22.2 
Total operating expenses...... 189,376,913 258,201,567 26.7 
| ERE Se ee eS eee 23,760,919 26,254,904 95 
Net railway operating income. 49,646,869 55,428,260 10.4 
Operating ratio—per cent..... 69.50 > 


Rate of return on property 


investment—per cent ....... 1.59 1.77 
Nine Months Ended September 30 
Total operating revenues...... $2,363,830,088 $3,279,215,951 27.9 
Total operating expenses...... 1,851,366,489 2,524,366,240 26.7 
RE aa rere 221,213,744 245,582,455 9.9 
0.5 


Net railway operating income. 

Operating ratio—per cent..... 

Rate of return on property 
investment—per cent 


202,456,126 409,337,148 50. 
78.32 76.98 ... 


1.04 2.09 


SCOPE OF ADVISORY BOARDS 


Desirability of expanding the work and functions of the 
shippers’ advisory boards in order to enable them better to meet 
the rapidly changing conditions in the transportation field, 
which have produced new problems, will be considered at a 
conference at the Palmer House, Chicago, November 16 and 11, 
of the general chairmen and other representatives of the thir- 
teen boards. 

The conference was called by Charles Donley, of Pittsburgh, 
chairman of the Allegheny Shippers’ Advisory Board, after pre- 
liminary correspondence with the executives of the other boards. 
Mr. Donley feels that constructive plans can be worked out 
whereby the functions of these boards may be expanded and 
the proper sphere of advisory board activity, under present 
conditions, outlined. He further feels that the railroads and 
shippers together can promote a more adequate, more efficient, 
and more economical system of transportation. 

Since the first shippers’ advisory board was organized in 
1922, additional ones have been formed, so that they now cover 
the entire country and provide a common meeting ground be 
tween shippers and railroad representatives for the discussion, 
analysis, and correction of service difficulties. Their part in 
the solution of the car shortage problem is generally recognized, 
it is stated. Rapidly changing conditions in the transportation 
field have produced new problems and there has been a desire 
among advisory board members for an opportunity to discuss 
some of them in board meetings. The conference in Chicago 
will consider whether this is advisable and, if so, to what extent 
the new questions should be discussed. 

At the request of the advisory board officers, executives of 
the American Railway Association will be present at this col- 
ference to render such assistance as may be desired in connec: 
tion with the deliberations. 


CONSOLIDATION AGREEMENT 


Agreement as to consolidation of the West Jersey and Sea 
shore Railroad and‘the Atlantic City Railroad has been reached, 
so far as the broad outlines of the project are concerned, a 
cording to a joint statement issued by President W. W. Atter- 
bury, of the Pennsylvania, and Charles H. Ewing, president of 
the Reading. The agreement is substantially in accord with 
suggestions made by Governor Moore, of New Jersey, and the 
New Jersey utilities commission, it is stated. Public benefits 
which will result from carrying out the agreement are said to 
include elimination of grade crossings and the construction of 
a new union station at Atlantic City. 

“We believe that consolidation will be in the interest of, 
and have a beneficial effect upon, the future development of 
South Jersey, and at the same time relieving the railroads of 
the necessity of maintaining a duplication of service and facil 
ities, which, under the changed conditions of recent years, is no 
longer justified or required in meeting the needs of the public, 
Says the statement. 
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COTTONSEED CAKE AND MEAL 


N a report in Fourth Section Application No. 14690, cottonseed 

cake and meal, molasses dipped, the Commission, by divi- 
sion 2, in fourth section order No. 11060, has granted authority, 
on conditions, to establish and maintain rates on cottonseed 
cake and meal, molasses dipped, from, to and between points 
in Mississippi Valley, southwestern and western territories, 
without observing the long-and-short-haul provision of section 
4 of the interstate commerce act. 

Carriers parties to Johanson’s I. C. C. No. 2382 and Fonda’s 
LC. C. No. 296 applied for the authority. The Commission 
said that rates on cottonseed cake and meal between points 
west of the Mississippi River, including Mississippi River cross- 
ings, and west of the Indiana-Illinois state line and Lake 
Michigan, were generally on the basis of the distance scale of 
rates prescribed in Oklahoma Corporation Commission vs. A. & 
gs, 98 I. C. C. 188. Departures are authorized by fourth section 
orders Nos. 9133 as amended, 9937, and 10115 as amended. The 
Commission said the proposed rates were to be established 
over the same routes as those over which the rates on cot- 
tonseed cake and meal, not dipped, now applied, and departures 
in such rates would be the same as existing in the rates on 
cottonseed cake and meal, not dipped. The authority granted 
by the Commission provides for departures on cottonseed cake 
and meal, molasses dipped, in those instances where departures 
in rates on cottonseed cake and meal are authorized by the 
fourth section orders referred to above, subject to the fol- 
lowing: 


Provided, that rates from and to the higher-rated intermediate 
points shall not exceed the rates on cottonseed cake and cottonseed 
meal, and shall in no case exceed the lowest combination of rates 
subject to the interstate commerce act; and provided further, that the 
relief granted shall be subject to the same circuity limitations and 
other conditions as those contained in fourth section orders Nos. 9133 
(amended), 9937 and 10115 (amended). 


INDUSTRIAL SAND CASES, 1930 


The Commission, in No. 22907, Illinois Silica Sand Traffic 
Bureau vs. A. C. & Y. et al., and a long list of cases joined with 
it to which the regulating body lias given the generic title, No. 
22907, Industrial Sand Cases, 1930, opinion No. 18084, 188 I. C. C. 
99-139, has found unreasonable the rates, between points in 
official territory, on industrial sand and related commodities, 
including silica, molding, core, ground or pulverized sand, silica, 
clay and flint, and on gravel from Phalanx, O. It has prescribed, 
effective February 1, what it says are reasonable, nonprejudicial 
and nondiscriminatory bases of rates for the future and awarded 
reparation. The bases are three scales, applicable on classes 
of sand traffic. 

Findings in prior reports in 109 I. C. C. 346, 115 I. C. C. 322, 
a I. C. C. 43, 147 1..C. C. 616, 147 L C.. C. Gb, 162 F.C. C. 
149, 153 I. C. C. 469, 153 I. C. C. 721, 153 I. C. C. 734, 155 I. C. C. 
301, 155 I. C. C. 687 and 157 I. C. C. 59, have been modified in so 
far as inconsistent with the findings in this report. 

Commissioners indulged in separate expressions to such 
an extent that the Commission said, after it had made its find- 
ings, that “each of the foregoing findings (that is, findings for 
the future as distinguished from that for the past) was adopted 
by a majority of the Commission, although the majority was 
hot the same in each case.” The findings other than that 
reparation was due and that the findings in prior reports would 
be modified wherein they were inconsistent with those now 
made, follow: 


We find that the interstate rates assailed in No. 17817 (Sub. No. 1) 
to the Chicago district are not unreasonable. We further find that 
the other rates assailed in these proceedings are, and for the future 
will be, unreasonable to the extent that they exceed or may exceed 
the bases set forth in Appendix H to this report, which bases we find 
to be reasonable, nonprejudicial, and nondiscriminatory for the future. 

In No. 15833, we affirm the former findings except that we find 
that the rates assailed from Ottawa and Utica, Ill., to Keokuk, Iowa, 
are, and for the future will be, unduly prejudicial to Keokuk and 
unduly preferential of Burlington, Iowa, and Quincy, Ill, to the 
extent that they are less favorable to Keokuk, as compared with 
purlington and Quincy, than would result from the bases prescribed 

n. 

We further find that the rates assailed in No. 23912 were applicable 
and that the rates assailed for the past in that complaint and the 
other complaints embraced in this report were unreasonable in the 
Past to the extent that they exceeded rates made on the bases set 
forth in Appendix H hereto. The distances to be used for repara- 
tion purposes are to be determined in the following manner: (1) In 








the case of unrouted shipments, and of shipments routed by the 
shipper over routes less than 15 per cent longer than the shortest 
existing route over which carload traffic could be moved without 
transfer of lading, use the distances over the shortest existing route 
(of which the originating carrier was the initial line) over which car- 
load traffic could be moved without transfer of lading; and (2) in 
the case of shipments routed by the shipper over routes which exceeded 
by 15 per cent or more the shortest existing routes over which carload 
traffic could be moved without transfer of lading, use the distance 
over the route designated by the shipper unless the distance over the 
route of movement was less, in which case use the latter, and unless 
no shorter route than that designated by the shipper was available, 
in which case use the distance over the shortest existing route by 
which carload traffic could be moved without transfer of lading. 


The complaints mentioned in the findings are: No. 17817, 
sub.-No. 1, Illinois Silica Sand Traffic Bureau vs. A. T. & S. F. 
et al., No. 23912, Malleable Iron Range Co. vs. Ann Arbor et al. 
and No. 15833, Keokuk Shippers’ Association et al. vs. B. & O. 
et al. 


Appendix H, showing the scales to be used and the notes 
indicating the application of the rates, follows: 


APPENDIX H 
Bases of rates prescribed herein' 


Scale I SecalelIlI Scale III Scale I ScalelIl Scale III 
Miles Cents Cents Cents Miles Cents Cents Cents 

_ ss . 80 80 460.... 380 300 280 
.... Te 100 80 500.... 380 320 280 
20.... 120 100 80 520.... 400 320 300 
30.. 120 100 100 540.... 400 340 300 
45 140 120 100 560.... 420 340 300 
50 160 120 120 580.... 420 340 320 
65 160 140 120 620.... 440 360 320 
70 180 140 120 640.... 440 380 340 
75. 180 140 140 680. 460 380 340 
90. 180 160 140 740. 480 400 360 
100. 200 160 140 760. 500 400 360 
110. 200 160 160 800. 500 420 380 
140. 220 180 160 825.... 520 420 380 
180. 240 200 180 850.... 520 440 400 
190.. 260 200 180 900.... 640 440 400 
200.. 260 220 180 925.... 560 440 400 
220.. 260 220 200 950.... 560 460 420 
240. 280 220 200 1,000.... 580 460 420 
260. 280 240 220 1,025.... 600 460 420 
280. 300 240 220 1,050.... 600 480 440 
300. 300 260 220 1,100.... 620 480 440 
340. 320 260 240 1,125.... 640 480 440 
360. 320 280 240 1,150.... 640 500 460 
380. 340 280 240 1,200.... 660 500 460 
400.... 340 280 260 1,225.... 680 500 460 
420.... 360 300 260 1,250.... 680 520 480 
440.... 360 300 280 1,300.... 700 520 480 


iRates and arbitraries are stated in cents per net ton. 

Arbitraries.—The following arbitraries may be added for the haul 
or portion of the haul within New England: 50 miles and under, 
30 cents; 100 miles and over 50, 35 cents; 160 miles and over 100, 
40 cents; 220 miles and over 160, 45 cents; over 220 miles, 50 cents. 


On traffic from origin points in New York and New Jersey to 
destinatons in New England through New York Harbor, there may 
be added to the rates as above constructed an arbitrary not exceeding 
70 cents for the movement through the harbor. 


Group and differential adjustments.—Reasonable group and differ- 
ential adjustments may be maintained, provided that the average 
rate under each adjustment shall not be Rasher than if made under 
the scale for the average distance, and, provided further, that this 
shall not be construed as authorizing the inclusion of the Mapleton 
and Hancock-Berkeley Springs districts in a single group for distances 
less than 150 miles, and that in connection with rates prescribed to 
all destinations or destination groups to which one of said districts 
is 100 miles or more nearer than the other, the nearer district shall 
take a differential under the other not less than 50 per cent of the 
difference resulting from the application of the scales to the dis- 
tances from each district. An example follows: 


Differential 
Distance Scale II rate rate 
District Miles Cents Cents 
Hancock-Berkeley Springs ......... 250 240 230 
PEE dav cddiccriatersacuhaesens es 150 200 210 
BID 0.d.060cwesnens susescews 100 140 120 


140 cents divided by 2 equals 20 cents, the differential. 


Commodity and Origin Application 

Scale I shall apply on ground or pulverized sand, silica, clay, flint, 
and tripoli, in carloads. 

Scale II shall apply on all sand (except ground or pulverized sand) 
in box cars. 

Scale III shall apply on high silica sand (containing not less than 
95 per cent silica), in open-top cars, molding (naturally bonded) sand, 
in open top cars, and core sand, in open-top cars; and on other sand, 
in open-top cars, from Michigan City and Willow Creek, Ind., Bridg- 
man, Sawyer, and Muskegon, Mich., Barr, Bedford, Dundee, Geauga 
Lake, Massillon, Phalanx, and Warwick, Ohio, and Polk, Schollard, 
and Utica, Pa, 

The scale of rates prescribed in the Penn. Sand & Gravel Ass’n 
a. 104 I. C. C. 729, shall apply on gravel, in carloads, from Phalanx, 

oO. 
Distances—In computing distances for the future application of 
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Scales I, II, III, the shortest routes over which carload traffic can be 
moved without transfer of lading shall be used. 


Minimum weights—The carload minimum in connection with Scale 
I shall be 60,000 pounds. The carload minimum in connection with the 
other scales shall be 90 per cent of the marked capacity of the car 
except that when car is loaded to full visible or cubic capacity actual 
weight will apply. 

Emergency charges—To the rates as arrived at under the distance 
scales and provisions set forth above may be added the authorized 
emergency charges. 


Commissioner Brainerd, concurring, said he doubted the 
wisdom of prescribing different carload rates for silica sand 
than for common sand when both were transported in open-top 
equipment. 


Commissioner Eastman, dissenting in part, said that with 
respect to rates for the future he differed from the conclusions 
reached by the majority, and especially from those which re- 
lated to the rates on so-called industrial sand when moving in 
open-top cars. The industrial sand which so moved, he said, 
differed in transportation characteristics very little, if at all, 
from common sand. Commissioner Aitchison joined in that ex- 
pression. : oe 

Commissioner Lewis also dissented from the findings of the 
majority in so far as they pertained to rates on industrial sand 
in open-top equipment. Commissioner McManamy joined in 
that expression, a partial dissent. 

Commissioner Mahaffie, dissenting in part, said he agreed 
with the majority as to the rates for the future. He said that 
reparation should have been denied. He pointed out that both 
increases and reductions would result from the decision, The 
average reduction, he said, would be but four one-hundredths 
of one per cent. Commissioner Tate joined in that expression. 


The other cases disposed of in this report follow: 


No. 22907, The Illinois Silica Sand Traffic Bureau vs. The 
A. C. & Y. et al.; No. 23377, The Robinson-Ransbottom Pottery 
Co. vs. C. B. & Q. et al.; No. 23560, The Dayton Steel Foundry 
Co. vs. The B. & O. et al.; No. 23111, Pennsylvania Glass Sand 
Corporation vs. A. C. & Y. et al.; No. 23111 (Sub-No. 1), Penn- 
sylvania Glass Sand Corporation vs, A. C. & Y. et al.; No. 23340, 
F. E. Reed Glass Co. vs. Pennsylvania et al.; No. 23245, Indus- 
trial Silica Corporation vs. Aliquippa and Southern et al.; No. 
23889, Industrial Silica Corporation vs. Akron & Barberton Belt 
et al.; No. 23226, Ayers Mineral Co. et al. vs. A. C. & Y. et al.; 
No. 23226 (Sub-No. 1), Ayers Mineral Co. et al. vs. Aliquippa 
and Southern et al.; No. 23446, Swayne, Robinson and Co. et al. 
vs. N. Y. C. & St. L. et al.; No. 23936, Whitehead Brothers Co. 
et al. vs. B. & A et al.; No. 23897, H. B. Smith Co. vs. N. Y. N. 
H. and H. et al.; No. 23930, American Minerals Corporation et 
al. vs. A. C. & Y. et al.; No. 23912, Malleable Iron Range Co. 
vs. A, A. et al.; No. 17817 (Sub-No. 1), The Illinois Silica Sand 
Traffic Bureau vs. A. T. & S. et al.; No. 15833, Keokuk Ship- 
pers’ Association et al. vs. B. & O. et al.; No. 17272, The Proc- 
ter and Gamble Co. vs. B. & O. et al.; No. 17272 (Sub-No. 1), 
The Philip Carey Manfuacturing Co. et al. vs. B. & O. et al.; 
No. 17272 (Sub-No. 2), The Nivison-Weiskopf Co. et al. vs. B. 
& O. et al.; No. 17338, The Charles Boldt Glass Co. vs. B. & O. 
et al.; No. 17822, River Raisin Paper Co. vs. C. B. & Q. et al.; 
No. 16250, Indiana State Chamber of Commerce et al. vs. B. & 
O. et al.; No. 16296, Terre Haute Chamber of Commerce et al. 
vs. B. & O. C. T. et al.; No. 17060, The Frohman Chemical Co. 
vs. B. & O. et al.; No. 18718, American Window Glass Co. vs. 
B. & O. et al.; No. 19978, Standard Plate Glass Co. vs. B. & O. 
et al.; No. 18725, The Ceramic Traffic Association vs. Pennsyl- 
vania et al.; No. 18725 (Sub-No. 1), The Ceramic Traffic Asso- 
ciation vs. Pennsylvania et al.; No. 19743, Swayne, Robinson 
and Co. vs. B. & O. et al.; No. 20230, The Portland Co. vs. N. 
Y. N. H. & H. et al.; No. 21618, Gleason Works vs. N. Y. N. 
H. & H. et al.; No. 17422, The H. B. Smith Co. vs. N. Y. N. H. 
& H. et al.; No. 21091, The Sawbrook Steel Castings Co. vs. C. 
. & Q. et al.; No. 22098, National Radiator Corporation vs. B. 
O et al.; No. 20554, Swayne, Robinson and Co. vs. Pennsyl- 
nia et al.; No. 22476, The H. B. Smith Co. vs. N. Y. N. H. & 
et al.; No. 22338, The Procter & Gamble Manufacturing Co. 
. B. & O. et al.; No. 20803, Wheeling Mold and Foundry Co. 
. W. & L. E.; No. 220538, Cadillac Malleable Iron Co. vs. A. A. et 
.; No. 21849, The Turner and Seymour Manufacturing Co. vs. N. 
. N. H. & H. et al.; No. 21486, Richmond Radiator Co. vs. N. 
. C. et al.; No. 21553, The Grabler Manufacturing Co. vs. Erie 
t al.; No. 20733, Abendroth Brothers et al. vs. B. & A. (N. Y. 
C. lessee) et al.; No. 21133, The Chapman Valve Manufactur- 
ing Co. vs. B. & A. (N. Y. C. lessee) et al.; No. 21133 (Sub-No. 
1), Worthington Pump and Machinery Corporation .vs. Pennsyl- 
vania et al.; No. 20828, Lebanon Steel Foundry vs. Pennsylvania 
et al.; No. 22289, Sharpless Separator Co. vs. Pennsylvania et 
al.; No. 21383, The Manufacturers Foundry Co. et ad. vs. Penn- 
sylvania et al.; No. 21136, The Manufacturers Foundry Co. et 
al. vs. N. Y. N. H. & H. et al., and No. 21396, Waterbury Farrel 
Foundry & Machine Co. vs. B. & M. et al. 


MNEs gms eo 


@® 


The Traffic World 





Vol. L, No. 19 


DELMAR RULE ON LUMBER 


With six of the commissioners expressing separate Views, 
the Commission, in No. 24613, Red River Lumber Co. vs, g§, p 
et al., on the authority of Great Northern Railway vs. Delmar 
Co., 283 U. S., 686 (51 S. Ct. Rep. 579), in substance, has ove. 
ruled its decision in Eggers Pole & Supply Co. vs. Northen 
Pacific, 163 I. C. C. 680 and Pacific Coast Shippers’ Associatig, 
vs. A. C. & Y., 112 I. C. C. 527 and 136 I. C. C. 607. Those cage, 
have been regarded as controlling ones in cases involving the 
use of the intermediate rule in transcontinental rates applicabje 
to destination groups. 

This complaint was dismissed, the Commission finding ap. 
plicable the rate charged on a carload of lumber shipped fron 
Westwood, Calif., to Brunswick, Mo. The case was presented 
under the shortened procedure. But for the fact that it raigeg 
the question of the applicability of a rate lower than on 
charged, by reason of the intermediate rule, it would be of no 
importance to others than the parties immediately involved, as 
indicated, it is believed, by the fact that they agreed to its 
disposition under the shortened procedure. The shipment was 
made in January, 1925. The case got to the formal docket 
because it could not be settled on the informal one. The 
receivers of the Wabash moved to dismiss themselves ag de 
fendants on the ground that the shipment was made before 
their appointment. They contended that the Commission had 
no jurisdiction or authority to issue an order binding them to 
pay damages. The motion was denied on the authority of Root 
Glass Co. vs. E. I. & T. H., 178 I. C. C. 783. 

The dispute arose because, according to the report of the 
majority, there were three stations in Missouri named Browns, 
The question was as to whether a rate of 69 cents was applic. 
able. The Commission held that it was. The complainant con. 
tended that it was entitled to a rate of 59 cents beacuse Bruns. 
wick was intermediate on a specified route to Browns in the 
lower rated group, between Kansas City and Brunswick. 

The Commission said that Brunswick was not intermediate 
between Kansas City and Browns in Newton county nor inter. 
mediate between Kansas City and Browns in New Madrid 
county, but was intermediate between Kansas City and Browns 
in Boone county, via the Wabash. 

A north and south line of the Missouri Pacific divide the 
two transcontinental groups involved in the case. The car. 
riers pointed out that the tariffs in question had been in effect 
since 1908. They said that the Browns were small and unim- 
portant stations and said that they would not single out and 
provide that Browns, Boone county, and Browns, New Madrid 
county, should take the group F rates when all other points 
east. of the Missouri Pacific line were subject to the higher 
rates. 

Such an adjustment of rates as suggested by the conten 
tion of the complainant, the Commission said, would “u- 
doubtedly resut in rates unduly prejudicial and preferential in 
violation of section 3 of the interstate commerce act.” It di 
rected attention to the Delmar case. In that case, it added, 
“it was stated that the conclusion therein reached was in accord 
with the principle that where two constructions of a written 
contract (tariff) are possible, preference will be given to that 
which does not result in violation of law.” In discussing the 
legal principle it held applicable and, in effect, overruling prior 
decisions, the Commission said: 


The intention of framers of a tariff is not controlling and tariffs are 
to be construed according to the language used. However, a fair and 
reasonable construction should be given in the light of all pertinent pro 
visions considered together. The terms used in a tariff must be cor 
strued in the sense in which they are generally understood, and neither 
earriers nor shippers can be permitted to urge for their own purposes 
a strained and unnatural construction. The method of publishing trans: 
continental rates to certain groups is of long standing and in our opinion 
is generally understood by the shippers. It is plain that it was the it 
tention of the framers of the tariff to publish the rate sought only t 
certain points which are all on or west of the north and south line o 
the Missouri Pacific. Complainant was not misled as to the applicable 
rate to Brunswick. : 

We conclude that the Group F rate was not applicable to Brunswick 
In arriving at this conclusion, we are not unmindful that in Eggers Pole 
& Supply Co. vs. Northern Pac. Ry. Co. supra. and Pacific Coast Ship 
pers’ Asso. vs. A., C. & Y. Ry. Co. 112 I. C. C. 537, 186 I. C. C..6% 
similar tariff situations were presented and different conclusions reached. 
Those cases were decided prior to Great Northern Ry. vs. Delmar (0. 
supra. 

We find that the rate charged was applicable. 
be dismissed. 


The complaint will 


Commissioner Lewis, with whom Commissioners Brainerd 
and Lee joined, said he concurred in the dismissal but not 0 
the grounds of the Delmar case. He said that to entertain and 
make a favorable finding on the complaint would require thal 
the Commission find that Brunswick, located on the Wabash iD 
north central Missouri, was intermediate to Browns, on the 
Missiuri Pacitic in the extreme suothwestern part of Missout. 
That, he said, would call for a most strained and unnatu 
construction of the tariff. 
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November 5, 1932 


Chairman Porter, dissenting, said there were only two 
prowns mentioned in the testimony and only two Browns 
shown in the Official Guide. He said the third Browns should 
have no place in the consideration of the case. He said that to 
his mind the majority had gone far afield to place upon the 
jecision in the Delmar case a construction which was strained 
and unnatural and directly contrary to the principle applied in 
that case, because instead of being a construction that “does 
not result in violation of law” it violated the plain requirement 
of section 6(1) that all schedules “shall plainly state the places 
between which property and passengers will be carried.” 

“Clearly,” continued the chairman, “the tariff which is here 
interpreted violated that provision of law, and still the majority 
interpret it in favor of its makers, contrary to another old and 
familiar rule that an ambiguous tariff is construed favorably to 
the shipper and against the compiler. How can he (the ship- 
per) know by inspection of that tariff whether a rate, unre- 
stricted as to routing, is applicable over any particular route? 
How can he know by an “inspection of the schedules” that un- 
doe prejudice or preference may not be created if a rate were 
applied over a particular route which is open under the tariff?” 

Commissioner McManamy joined with the chairman and 
Commissioner Eastman noted a dissent. 


PETROLEUM ROUTING CASES 


The Commission, on reargument in No. 22206, Penn Oil Co. 
ys. A. T. & S. F. et al., No. 16534, National Refining Co. et al. 
ys. C. C. C. & St. L. et al., a sub-number thereunder, American 
Petroleum Products Co. vs. Same, and No. 16532, Same vs. 
Same, has taken action which has the effect of dismissing eighty 
odd complaints by shippers of petroleum products from mid- 
continent and related refining points to destinations in Indi- 
ana, Ohio and Michigan. The question was as to the inter- 
pretation to be placed upon tariffs in the light of Rule 5 (b) 
to Tariff Circular No. 18-A, which has been revised since that 
time. 

This report modifies the finding in the original report, 178 
I. C. C. 287, that rates charged on petroleum products, from and 
to the territories hereinbefore mentioned, were applicable, ex- 
cept as rates charged on specified shipments, the movement of 
which via Green Ridge, IIl., would not have been inconsistent 
with the shipper’s routing instructions. In the original finding 
the rates charged on shipments that could have been moved 
via Green Ridge were found inapplicable. The new finding is 
that the rates, before held to have been subject to the Green 
Ridge combination, were applicable. The finding in the former 
report, therefore, is modified and the compliants are dismissed. 

Upon this reargument the former finding in 165 I. C. C. 38, 
modifying a finding in the original report, 139 I. C. C. 307, 
and awarding reparation on certain shipments under Rule 5 (b), 
is reversed as to the finding that the shipments were routed 
over the lines of the Chicago & Alton. 

This report says that the parties stipulated that the facts 
and issues were similar to those considered in Standard Oil Co. 
mA. T. & BS, F 213 1. C.. C. tT, 13... Cc. C. 337, and the 
National Refining Co. case, 165 I. C. C. 38. Those are the cases 
which were once supposed to present the possibility of the 
railroads having to pay out many millions, some estimates of 
the possible reparation running as high as $16,000,000. 

Commissioner Lee concurred in the result, pointing out that 
it was admitted that a 26.5 cent rate published to Green Ridge 
was a typographical error in regard to a non-agency station 
where there were no facilities for loading or unloading any 
of the products. He said that only a strained construction of 
Rule 5 (b) would make it a base point for making a combination. 

Commissioner Eastman, dissenting, said that the decision 
in these cases was an unwarranted extension and perversion of 
the rule announced by the Supreme Court in the Delmar case. 
(No. 563, Great Northern vs. Delmar Co., decided May 25, 1931.) 
Chairman Porter and Commissioner Aitchison noted dissents. 


REPARATION ON I. C. C. RATES 


With Commissioners Eastman, Lewis and Farrell dissent- 
ing, the Commission, in a second report on reconsideration in 
No, 22684, Hulen-Toops Co. vs. C. C. C. & St. L. et al. em- 
bracing also No, 22995, Davidson Brothers vs. B. & O. et al., 
No. 23057. Davidson, Seay & Adams Co. vs. Same, and No. 
23123, Peter Fox Sons Co. et al. vs. L. & N. et al., has made 
a finding the effect of which is to deprive complainants of 
aWards of reparation. 

In the original report, 174 I. C. C. 611, division 4 found that, 
with the exception of those from Glasgow, Ky., the rates as- 
Sailed on live poultry and dairy products from points in Ken- 
tucky and Big Sandy, Tenn., to New York, N. Y., and other 
eastern destinations, had not been unreasonable in the past; 
that rates from Glasgow had been unreasonable to the extent 
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they exceeded the group commodity rates contemporaneously 
maintained from Glasgow Junction, Ky., and that all the rates 
assailed would be unreasonable for the future to the extent 
they might exceed the class rates from and to the same points 
which apply in the absence of commodity rates. 

In the first report on reconsideration, 183 I. C. C. 385, the 
Commission modified the findings of division 4 to the extent of 
finding that all rates assailed were unreasonable on and after 
January 15, 1928, to the extent they exceeded the correspond- 
ing class rates prescribed in the southern class rate investiga- 
tion and awarded reparation. Defendants obtained reopening 
for further consideration. The rates found reasonable for the 
future have been established. 

“The main question presented,” said the Commission, “is 
whether the consideration given the rates here assailed in 
Dairy Products From Southern Points, 100 I. C. C. 756, herein- 
after referred to as I. and S. 2322, and the finding therein was 
an approval of the assailed rates such as to make unlawful a 
subsequent award of reparation under the doctrine of Arizona 
Grocery Co. vs. A. T. & S. F., 284 U. S. 370. The original re- 
port herein was issued before the Arizona Grocery Case, supra, 
was decided. Much stress is laid upon the argument that the 
rates approved in I. and S. 2322 were permitted to become ef- 
fective only as a temporary adjustment pending the revision 
of the class rates required in the southern class rate revision 
and, therefore, was not such an approval of the rates here in 
issue as to make applicable the doctrine of the Arizona Grocery 
Case, supra.” 

After further discussion the Commission announced the 
conclusion that the “rates here assailed were published pursu- 
ant to our finding in that case (I. and S. 2322).” It reversed 
its findings in the first report on reconsideration in so far as 
they differed from the findings of division 4 in the original 
report “which are affirmed in their entirety.” This eliminates 
the award of reparation in the first report on reconsideration. 

“For the third time,’ said Commissioner Eastman in his 
dissenting opinion, in which Commissioners Lewis and Farrell 
joined, “this simple case is considered, and again the decision 
is reversed. The second decision was plainly right, and should 
stand. The only argument for reaching a different conclusion 
which has not heretofore Been considered is that an award of 
reparation here might be inconsistent with the opinion of the 
Supreme Court in the Arizona Grocery case. The facts of the 
case bar any application of the Arizona Grocery case doctrine. 
: That the rates charged were never approved by division 
2 beyond the date when the class rates would be ready for 
application is clear beyond question. The Arizona Grocery 
case, therefore, has no possible application. It is significant 
that the majority have avoided any direct statement that they 
believe it to be applicable. . It is manifest that complain- 
ants have been dealt with unjustly, and that no sound reason 
exists for reversing the second decision in this case.” 


LIVESTOCK FEEDING CHARGES 


The Commission, on further hearing, has dismissed No. 
17669, Sub-No. 1, Strauss & Adler, Inc., vs. N. Y. C. et al., two 
otuer sub-numbers thereunder, Swift & Co. et al. vs. A. T. & S. 
F. et al., and Armour & Co. et al. vs. Same; and No. 21256, 
Nagle Packing Co. vs. Pennsylvania et al. finding not unrea- 
sonable the charges collected by the carriers for services in 
connection with the feeding, watering and resting of ordinary 
livestock stopped en route at Pittsburgh, Pa., and East Buffalo, 
| a 

In the former report, 153 I. C. C. 609, the Commission found 
that the so-called service charges collected on shipments of 
ordinary livestock, originating at various western points des- 
tined to eastern markets and stopped en route at Pittsburgh, 
Pa., or East Buffalo, N. Y., for feed, water, and rest, were 
charges for “transportation” within the meaning of that term 
as defined in the first section of the interstate commerce act; 
that it was the duty of the carriers in the event any such 
charge was justified to publish these “service charges” in their 
tariffs on file with it, and that the collection of such charges 
without proper tariff authority violated section 6(1) of the in- 
tertsate commerce act and tariff circular No. 20. The Commis- 
sion also found that it had jurisdiction to inquire what was a 
reasonable charge for the service, even though no tariff au- 
thority existed for the collection by the carriers of the charges 
assailed. 

This further hearing was held to afford the railroads an 
opportunity to justify, in whole or in part, the charges col- 
lected. The Commission, as before set forth, found that the 
charges were not unreasonable. The Commission, however, 
said that the defendants should promptly revise their tariffs in 
conformity with its findings in the former report either by 
providing therein that no charge in addition to the freight rate 
would be made for this service or by establishing lawful sepa- 
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rate charges therefor in the manner provided in section 6 of 
the interstate commerce act. 

The complainants and interveners, the Commission said, 
alleged that the service charges in connection with the stop- 
ping of the livestock for rest, feed and water, in compliance 
with the 28-hour law, were in violation of sections 1, 6, and 
15(5) of the interstate commerce act. They sought an award 
of reparation and reasonable and lawful rates for the future. 

Commissioners Lewis, McManamy, Farrell and Mahaffie 
said that they concurred in the result. 

Commissioner Aitchison, dissenting, said he did not con- 

cur in the finding that the railroads had justified their charges. 
The cost studies submitted by them, he said, were subject to 
so many criticisms that only an approximation could be made 
of the cost of service. He said the studies did not appear to 
justify the collection of any charges in excess of 50 cents for 
a single-deck and $1 for double-deck cars. Commissioner East- 
man joined in that expression. 
, Commissioner Lee, dissenting, after discussing the things 
done in compliance with the 28-hour law, requiring the stopping 
of shipments of livestock en route for feed, rest and water, said 
that the Commission had no jurisdiction over a charge for any 
service which fell within the designation of “food, care, and 
custody.” He said it was possible there might be some trans- 
portation service rendered at the stockyards which was not in- 
cluded in the line-haul rate or in the charge for food, care, and 
custody but that he could not tell, from the record, what def- 
inite transportation service was rendered from the time the 
livestock was unloaded into pens for rest, water and feeding. 
In conclusion, he said that the charges were without tariff au- 
thority and were illegally collected. He said he was forced to 
the conclusion that the defendants had failed wholly to justify 
any additional charge. 


COMMISSION REPORTS 


Brick, Etc. 


No. 16282, McEwing & Thomas Clay Products Co. et al. 
vs. C. & E. I. et al.,a sub-number thereunder, Same vs. C. R. I. 
& P., and No. 18677, Illinois Supply Co. vs. Southern et al. 
By the Commission, upon reconsideration. Dismissed. Finding 
in 155 I. C. C. 387 that rates charged, brick and so-called build- 
ing block, shipped subsequent to July 1, 1923, from Albion, II1., 
to St. Louis, Mo., and other destinations were inapplicable, 
reversed. Other reports were in 118 I. C. C. 211, 148 I. C. C. 
273, and 148 I. C. C. 527. 


Bituminous Coal 


No. 24667, Ash Grove Lime & Portland Cement Co. et al. 
vs. C. & A. et al. By division 3. Dismissed. Rates, bitumi- 
nous coal, mines in Illinois to Lebanon, Marshfield, Richland, 
Stoutland and Sesquiota, Mo., not unreasonable. 


Potatoes 


No. 24604, Michael-Swanson-Brady Co. vs. A. T. & S. F. et 
al. By division 3. Dismissed. Rates, potatoes, other than 
sweet, origins in Nebraska and Wyoming to points in Arkansas, 
Mississippi, Louisiana, Oklahoma, Tennessee and Texas, not 
unreasonable in the past. Rates for future prescribed in Ne- 
en State Railway Commission vs. A. T. & S. F., 185 I. C. 

. 567. 
Crude Emery 


No. 24619, Hamilton Emery & Corundum Co. vs. B. & A. 
(N. Y. C. lessee), embracing also No. 24839, Hamilton Emery 
& Corundum Co. vs. N. Y. C. et al. By division 3. Dismissed. 
Rates, imported crude emery, Boston and East Boston, Mass., 
and New York, N. Y., to Chester, Mass., and on domestic crude 
emery from Peekskill, N. Y., to Chester, applicable and not un- 
reasonable. 

Second-Hand Machinery 

No. 24620, George E. Breece Lumber Co. vs. A. T. & S. F. 
et al. by division 3. Dismissed. Rates, second-hand machinery, 
Flagstaff and Williams, Ariz., to Cloudcroft, N. M., applicable. 

Cement 

No. 24805, Oklahoma Portland Cement Co. vs. K. C. S. et 
al., embracing also a sub-number, Same vs. A. T. & S. F. et al. 
By division 3. Dismissed. Rates, cement, Ada, Okla., to points 
in Arkansas and Louisiana not unreasonable. 

Petroleum 

No. 24827, Southport Corporation, Inc., vs. Louisiana Rail- 
way & Navigation Co. et al. By division 3. Dismissed. Transit 
charge, export petroleum and its products at Southport, La., not 
unreasonable. 

Auto Shock Absorbers 


N orporation et al. vs, A. A. ef 
By rm and ratings, automobile.shock 
sorbers, Dayton, O., to points in Missouri, Tlinois, Wisconsin, 
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STE Michigan, Pennsylvania, Virginia, New Jersey, Ney 
ork, Massachusetts, and Ontario, Canada, “not unreasonable 
— = ~—erat 

No. 24550, Marcus-Ruth-Jerome Co. et al. vs. P. & L. Bg 
al. By division 3. Dismissed. Rates, inedible tallow, Neyjj, 
Island, Pa., to Chaison and Port Arthur, Tex., and North Baton 
Rouge, La., not unreasonable. 


Oranges, Etc. 


No. 24862, Fruit Importers, Ltd., et al. vs. A. C. L. et a 
By division 3. Complainants and interveners entitled to repa- 
ration on finding rates, oranges, grapefruit, and _ tangering 
points in Florida to Montreal, Canada, unreasonable prior t 
May 23, 1931, to extent they exceeded the lowest combination; 
over the routes of movement but not unreasonable thereafter 


Cement 


No. 24928, Colorado Portland Cement Co. vs. A. T. & § Pp 
et al. By division 3. Rates, portland cement, Portland, Colo, 
to points in Kansas, Oklahoma, and New Mexico, are and fo 
the future will be unreasonable and unduly prejudicial to the 
extent they exceed or may exceed rates for application ove 
the short-line routes based on scale IV plus the same basis of 
differentials to destinations west of Clayton, N. M., as conten. 
poraneously applies on cement traffic from other producing 
points in Colorado, Kansas, Oklahoma, and Texas to this desti- 
nation territory. Rates subject to present authorized emer. 
gency charges. Commission said that upon establishment of 
rates over the Santa Fe’s proposed cut-off from Las Animas, 
Colo., to Boise City, Okla., based on the short line distances, 
its rates over the joint routes might be canceled. Order for 
future effective on or before February 2, 1933. 

Wall Board 

No. 24211, Stewart Inso Board Co. et al. vs. A. T. & SF 
et al. By division 3. Rates, wall board, St. Joseph, Mo., to 
Aberdeen, S. D., Fargo, N. D., and Duluth and Milaca, Minn, 
inapplicable in certain instances. Applicable rates were 475 
cents to Duluth, 42.5 cents to Milaca, 60.5 cents to Aberdeen 
and 73 cents to Fargo. Assailed rates were not and are not 
unreasonable except that the applicable rates to Duluth and 
Fargo were unreasonable to extent they exceeded 42 and 63 
cents, respectively. One shipment to Aberdeen overcharged; 
shipment to Fargo, one shipment to Duluth and one shipment 
to Aberdeen undercharged. Waiver of collection outstanding 
undercharges on shipments to Duluth and Fargo authorized. 
Reparation awarded. Complainants should comply with rule VY 
of the rules of practice. 





Cattle 


No. 24229, Clear Creek Cattle Co. et al. vs. A. T. & SF. 
et al. embracing also three sub-numbers, Jones and Wallace 
vs. C. R. I. & G. et al.; Arizona Livestock Loan Co. vs. §. P. 
et al.; Baboquivari Cattle Co. et al. vs. A. T. & S. F. et al., and 
No. 24315, T. E. Pollock Investment Co. et al. vs. A. T. & S.F. 
et al. By division 2. Reparation awarded on finding rates, 
cattle, points in Texas and New Mexico to destinations in Ari 
zona and California and from points in Arizona to points in 
New Mexico, and on sheep, from points in New Mexico to 
points in Arizona, inapplicable in certain instances, and 4p 
plicable rates assailed were unreasonable to the extent they 
exceeded rates in conformity with the scale and provisions set 
forth in appendix B to the report in Concho Livestock Co. vs. 
A. Tt. & 3. ¥.,. Ts 1. ©. ©. Bi. 


Scrap Iron 


No. 23752, Lynchburg Iron & Metal Co. vs. Southern et al. 
By the Commission on reconsideration. Findings of unreasol 
ableness in former report, 177 I. C. C. 593, of rates on scrap 
iron, Spray, N. C., to East Radford, Va., and from Spray and 
Reidsville, N. C., to Lynchburg, Va., modified by finding the 
rates assailed not unreasonable when applied. The findings of 
division 3 with respect to rates for the future affirmed. Com: 
missioner Farrell, with whom Commissioners Eastman, McMat- 
amy and Brainerd agreed, dissented from the denial of rep 
aration. 

Cement 

No. 24949, Medusa Portland Cement Co. vs. A. & W. et al. 
By division 3. Reparation awarded on finding rates, portland 
cement, Bay Bridge, O., to points in Wisconsin, applicable oD 
certain shipments and inapplicable on others. Applicable rates 
unreasonable to the extent they exceeded the contemporaneous 
combination rates made up of the proportional rate of 13 cents 
from Bay Bridge to Manitowoc and the rates beyond, both fac 
tors being treated by the combination rule. 


Lumber 
No. 24364, West Coast Lumbermen’s Association vs. Big 


Fork & International Falls et al., embracing also a sub number, 


Central Coal & Coke Co. (J. M. Bernardin, receiver) vs. C. M. 
St. P. & P. et al. By division 3. Combination rates, lumber 
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and other forest products, points in western Washington to 
points in Montana, North Dakota, South Dakota, and Minne- 
gota, and from Vernonia, Ore., to points on the line of the C. M. 
gt. P. & P. in Montana, North Dakota and South Dakota, west 
of Mobridge, S. D., unduly prejudicial to the extent they exceed 
or may exceed the contemporaneous joint rates on like traffic 
from points in the coast group to the considered destinations. 
Order requiring removal of undue prejudice effective on or 
pefore February 2, 1933. 
Conductor Pipe 


No. 24959, Reeves Manufacturing Co. et al. vs. B. & O. et al. 
By division 3. Dismissed. Rates, iron or steel conductor pipe, 
Dover, O., to various destinations in central territory and from 
Indianapolis, Ind., to Louisville, Ky., applicable. Held that 
commodity description of pipe, plate or sheet, not over 48 inches 
inside diameter, does not include iron or steel conductor pipe. 


Watermelons 


No. 24719, Jack Brothers & McBurney Co. vs. S. P. et al. 
By division 3. Dismissed. Damages not shown to have resulted 
from misrouting of carload of watermelons, Westmoreland, 
Calif. to Butte, Mont., diverted in transit to Spokane, Wash., 
and forwarded after arrival there to Dishman, Wash. Commis- 
sioner Lee dissented. 


Corn 


No. 25177, H. C. King & Sons, Inc., vs. C. M. St. P. & P. 
et al. By division 3. Dismissed. Rates, corn, Burbank, Spring- 
field, and Jefferson, S. D., to Chicago, Ill., for beyond, applicable. 


Lumber and Veneer 


No. 24544, Carolina Cotton & Woolen Mills Co. vs. South- 
ern et al. By division 2. Dismissed. Rate, lumber and veneer 
box material, over interstate routes from Goldsboro, N. C., to 
Spray, Leaksville, and Draper, N. C., and Fieldale, Va., not 
unreasonable or unduly prejudicial. 


Dry Building Mortar 


Fourth Section Application No. 14796, building mortar, 
Superior, O., to the south. By division 2. In fourth section 
order No. 11069, applicants granted relief from the long and 
short haul provision of section 4 of the act to enable them to 
establish and maintain rates on dry building mortar, from Supe- 
rior, O., to southern destinations named in Jones’ I. C. C. No. 
2315, the same as the rates contemporaneously in effect on 
cement, from and to the same points, constructed on the basis 
of the scale of rates prescribed in Southern Cement Rates, 132 
. ©. C. 427, 139 ©. Cc. C..464, 147. 1 GC. C. 208; 155 1: C. C., S58, 
and 176 I. C. C. 747. Relief made subject to the same terms 
and conditions as contained in outstanding fourth section orders 
authorizing relief as to rates on cement. 


Cc. M. ST. P. & P. ABANDONMENT 


The Chicago, Milwaukee, St. Paul & Pacific Railroad Co. 
has been authorized by the Commission, division 4, in Finance 
No. 9272, to abandon part of a branch line of railroad, known 
as its Elkhorn-Troy Center branch, from a point in Troy Center 
to survey station 810, approximately 10.5 miles, in Walworth 
county, Wis. The Wisconsin Public Service Commission recom- 
mended that the application be denied. The territory is served 
by truck transportation, according to the report. 


S. D. & A. E. CONTROL 


_ The Commission, by division 4, in Finance No. 9212, San 

Diego & Arizona Eastern Railway Co. acquisition and stock, 
embracing also Finance No. 9213, San Diego & Arizona Eastern 
Railway Co. control, has authorized acquisition and operation 
by the San Diego & Arizona Eastern of the railroad properties 
of the San Diego & Arizona, and acquisition by the Southern 
Pacific Co. of control of the San Diego & Arizona Eastern by 
purchase of capital stock. 
_ The San Diego & Arizona Eastern also was authorized to 
issue 27,954 shares of capital stock without par value, to be sold 
to the Southern Pacific for $2,795,400 and the proceeds used to 
acquire the railroad properties; and to assume obligation and 
liability in respect of $600,000 of San Diego & Arizona Railway 
Co. guaranteed equipment trust series A 6% per cent certificates. 
The Commission further authorized assumption of obligation 
and liability by the Southern Pacific as sole guarantor of the 
certificates. 

The capital stock of the San Diego & Arizona is owned in 
equal shares by the Southern Pacific and the J. D. & A. B. 
Spreckels Securities Co., and of the bonds the Southern Pacific 
Owns $8,045,000, and the securities company, $2,059,000. 

; Railroad brotherhood representatives objected to the acquisi- 
tion of control of the S. D. & A. E. by the S. P. unless the rates 
of pay, the schedule of rules and other conditions of employ- 
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ment governing the employes of the S. P. were applied to em- 
ployes engaged in engine, train, and yard service of the new 
company. The Commission said many of the matters touched 
on by the employes were entirely outside its jurisdiction. It 
said there was nothing in the record that indicated that the 
granting of the application would in any way adversely affect 
any employe nor that a denial in any manner would benefit them. 
Dissenting, Commissioner Eastman said: 


In form, this is an acquisition of control of one carrier by another. 
In substance, it is a consolidation, for the Southern Pacific will own 
all the stock of the new San Diego & Arizona Eastern and guarantee 
its debt. The latter is clearly a mere dummy or convenience com- 
pany. It seems to me that the transaction, being actually a consoli- 
dation, should take the form of a consolidation under section 5 (6). 
The employment of a dummy company will apparently enable the 
Southern Pacific to save something in taxes paid to the State of 
California, but this saving will be largely offset by the expense of 
maintaining a separate organization and accounts. The main reason 
for giving the transaction the form proposed is apparently to avoid 
paying the employes standard wages. But this is a matter for the 
management and the employes to determine, and it is difficult to see 
how its essential merits are affected by the form of this transaction. 
I am also opposed to the issue of nonpar stock. 


SIEVERN & KNOXVILLE ABANDONMENT 


The Commission, by division 4, in Finance No. 8982, Sievern 
& Knoxville Railroad Co. et al. abandonment, has authorized 
the Sievern & Knoxville, the Southern Railway, and the South- 
ern Railway-Carolina Division to abandon the physical prop- 
erty and operation thereover, of two segments of railroad, one 
17.38 miles long and the other 7.74 miles long, in Lexington and 
Aiken counties, S. C. Those counties and the town of Wagoner, 
S. C., opposed abandonment. The South Carolina commission in- 
tervened in their behalf. The applicants claimed that the line 
proposed to be abandoned was not being used by the public 
to an extent justifying its operation and that there was no rea- 
sonable prospect of any material increase in the traffic. The 
decline in traffic was attributed by the applicants, in the main, 
to the diversion of traffic to motor vehicles. They said that 
with the gradual improvement of the highways that diversion 
might be expected to increase. 

In disposing of the application the Commission said there 
was no reasonable prospect of the line obtaining enough busi- 
ness in the near future to pay for its operation. It added that 
abandonment doubtless would cause some inconvenience, that 
there might be a slight increase in some freight rates and that 
some truck hauls would be longer. It added that the highways 
running through the region facilitated motor traffic and that 
the motor vehicles seemed to furnish most of the transportation 
needed. 


CONSTRUCTION IN TEXAS 


In a report in Finance No. 8896, Gulf & West Texas Rail- 
way Co. construction, the Commission, by division 4, has found 
that present and future public convenience and necessity re- 
quire construction by the Guif & West Texas Railway of a 
proposed line of railroad in Kendall and Gillespie counties, 
Tex., unless the Fredericksburg & Northern Railway Co.’s prop- 
erties can be acquired by the Gulf & West Texas for a consid- 
eration equal to their commercial value. It found the commer- 
cial value of the Fredericksburg & Northern properties to be 
$200,000. 

The Gulf & West Texas proposed to build a line from a 
connection with the Kerrville branch of the San Antonio & 
Aransas Pass near Fredericksburg Junction to a connection in 
or near Fredericksburg with a line of railroad applicant has 
been authorized to build, a distance of 28.6 miles. The line of 
the Fredericksburg & Northern extends from Fredericksburg 
Junction to Fredericksburg, 23 miles. 

The Gulf & West Texas, the San Antonio & Aransas Pass 
and the Texas & New Orleans are subsidiaries of the Southern 
Pacific. 

In negotiations for purchase of the F. & N., according te 
the report, the Southern Pacific’s representative was unwilling 
to recommend a price higher than $200,000 for the F. & N., 
while representatives of the F. & N. asked $350,000 for its 
stock and properties. On brief the F. & N. contended that the 
commercial value of its properties lay somewhere between 
$417.775.13 and $2,634,694. 

- Both parties agreed, said the report, and the record sus- 
tained the conclusion, that if the proposed line were built, 
abandonment of the F. & N.’s line inevitably must follow. 

“The F. & N. is under no legal compulsion to sell,” said 
the Commission. “For the election it must assume full respon- 
sibility. But it cannot expect, of right to bar the way of 
progress. Indian Valley R. R. vs. United States, 52 F. (2d) 
4§5, and cases there cited.” 

The report said that, according to the F. & N.’s books, the 
present investment in road and equipment was $267,519.82. 

In Southern Pacific testimony, said the report, the F. & N. 
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was characterized as a light-traffic branch line. The Gulf & 
West Texas’ general project, said the report, was designed for 
handling business originating at or destined to large territories. 

No certificate was issued by the Commission, the record 
being held open pending the outcome of the negotiations for 
purchase of the F. & N. The Commission said the Gulf & West 
Texas should, within 30 days from October 18, make to the F. 
& N. a bona fide offer to acquire the latter’s properties for 
$200,000. If the offer was accepted, it said, the G. & W. T. 
should file an application for authority to acquire the property. 
If the offer is not accepted, a certificate authorizing construc- 
tion of the line by the G. & W. T. will be issued, according to 
the report. 


FINANCE APPLICATIONS 


Finance No. 9651, Sub. No. 4. Chicago, Indianapolis & Louisville 
Railway Co. asks authority to assume obligation as a lessee in respect 
of $1,700,000 of series C first and peeenees, mortgage bonds issued by 
the Chicago & Western Indiana Railroad Co. by entering into a joint 
supplemental lease with that company as lessor whereby applicant 
with other proprietary lines will agree to pay as rental the interest 
on the bonds, 5% per cent, together with an annual sinking fund of 
$22,542.15, plus interest on bonds acquired for the sinking fund through 
the sinking fund payments. 

Finance No. 9699. Gulf, Mobile & Northern Railroad Co. asks 
authority to pledge and assign the equity remaining in $900,000 
(pledged to R. F. C.) series C 5 per cent gold bonds with the Railroad 
Credit corporation as additional security for a loan of $260,000 to 
repay a loan of like amount from the R. F. C. 

Finance No. 9701. San Antonio, Uvalde & Gulf Railroad Co. asks 
—— to abandon a line from Gardendale to Fowlerton, Tex., 
28 miles. 

Finance No. 9697. Delaware, Lackawanna & Western Railroad Co. 
asks authority to issue $1,568,000 of promissory notes, bearing interest 
of not more than 6 per cent, and to pledge $6,339,000 of New York, 
Lackawanna & Western Railway Co. 5 per cent first and refunding 
mortgage gold bonds series A for the notes as well as for $1,432,000 
of notes or renewals thereof heretofore authorized but not issued. 

Finance No. 9661. Amended application of Pittsburgh & West Vir- 
ginia Railway Co. for authority to pledge with Railroad Credit Cor- 
poration as security for applicant’s notes the applicant’s equity in its 
first mortgage 4%4 per cent gold bonds and its general mortgage 6 per 
cent gold bonds pledged with Reconstruction Finance Corporation. 

Finance No. 9707. New York, Ontario & Western Railway Co. asks 
authority to assume obligation and liability in respect of not exceeding 
$291,500 aggregate par value of equipment trust dated November 1, 
1922, known as ‘Pennsylvania Coal & Coke Corporation Equipment 
Trust Series A.” 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9618, permitting the Missouri 
Pacific Railroad Company to abandon a part of its Belmont Branch in 
Mississippi county, Mo., approved. 

Second supplemental report and order in F.. D. No. 9130, granting 
authority to the Erie Railroad Company to pledge with the Railroad 
Credit Corporation as collateral security (1) for a loan of $630,000 re- 
funding and improvement mortgage 6 per cent gold bonds of 1932, in the 
amount of $2,600,000, now pledged with that corporation for a loan, and 
similar bonds in the amount of $1,400,000, now in the applicant’s treas- 
ury; and (2) for loans heretofore or hereafter made to the applicant its 
equity in such of the $25,000,000 of refunding and improvement mort- 
gage 6 per cent gold bonds of 1932, including the $4,000,000 of bonds 
to be pledged as aforesaid, as are now or hereafter may be pledged with 
the Reconstruction Finance Corporation as collateral security for a loan 
or loans, previous reports 180 I. C. C. 459 and 184 I. C. C. 745, approved. 

Report and certificate in F. D. No. 9091, permitting the 
Kosciusko & Southeastern Railroad Co. to abandon, as to inter- 
state and foreign commerce, its entire line of railroad in Attala 
county, Miss., approved. 

Report and order in F. D. No. 9644, authorizing the acquisition 
by the Atchison, Topeka & Santa Fe Ry. Co. of control, under lease, 
of the railroad and property of the Rio Grande, El Paso & Santa Fe 
R. R. Co., approved. ; 

12/20a orders in F. D. Nos. 2041-Sub 2, 3228-Sub 2, 4014-Sub 5, 
4760-Sub 2, 6323-Sub 1, 6805-Sub 1, 7177-Sub 2, 7567-Sub 1, 9690, and 
9691, authorizing Henry McAllister, Arthur Ridgway, J. Samuel Pyeatt, 
Rawson F. Watkins, Edward R. Dickenson, R. E. Powers, B. H. 
Taylor, A. C. Shields, William B. Hall, and Thomas R. Woodrow to 
hold positions with The Denver and Salt Lake Western R. R. Co. 
and (1) A. C. Shields to also hold with The Pueblo Union Depot and 
R. R. Co. and The Denver Union Terminal Ry. Co.; (2) William B. 
Hall to also hold with The Denver and Rio Grande Western R. R. 
Co.; and. (3) Thomas R. Woodrow to also hold with The Denver and 
Rio Grande Western R. R. Co. and Goshen Valley R. R. Co., approved. 

Report and certificate in F. D. No. 9621, permitting the Michigan 
Central R. R. Co. to abandon a branch line of railroad in Crawford 
and Montmorency Counties, Mich., and the New York Central R. R. 
Co., lessee, to abandon operation thereof, approved. 

Report and order in F. D. No. 9683, authorizing the Delaware and 
Hudson Railroad Corporation to issue and reissue from time to time 
not exceeding $5,500,000 of promissory notes, approved. 

Report and order in F. D. No, 9598, (1) authorizing the Hoboken 
Manufacturers R. R. Co. to issue promissory notes in an aggregate 
amount not exceeding $320,000, to provide funds for improvements, 
equipment and other corporate requirements; and (2) dismissing that 
part of the application which seeks authority to borrow not exceeding 
$320,000, approved. 

Report, certificate and order in F. D. No. 9439, (1) authorizing the 
Carlton & Coast Railroad Company to construct an extension of its 
line of railroad in Yamhill County, Oregon; (2) denying that rtion 
of the application seeking authority to acquire and operate a logging 
railroad in Yamhill and Tillamook Counties, Oregon; and (3) denying 
permission to retain excess earnings, approved. 

Report and certificate in F. D. No. 9617, permitting the Missouri 
Pacific Railroad Company to abandon a branch line of railroad in 
Ashley and Chicot Counties, Ark., approved. 

Report and order in F. D. No. 9586, authorizing the Puget Sound 
and Cascade Railway Company to procure the authentication and 
delivery of not exceeding $300,000 of first-mortgage 6 per cent gold 
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bonds, to be pledged with the Reconstruction Finance CorPoration 
as collateral security for a loan, approved. 

Report and order in F. D. No. 9649, authorizing the San Antonio 
and Aransas Pass Railway Company to issue not exceeding $4,056,099 
of first mortgage 4 per cent gold bonds in reimbursement for capital 
expenditures, to be sold at not less than par and the proceeds used 
to repay advances, approved. 

Report and order in F. D. No. 9635, authorizing the Illinois Cep. 
tral Railroad Company to procure the authentication and delivery of 
not exceeding $779,000 of refunding mortgage 4 per cent gold bonds in 
reimbursement for expenditures made in the retirement of a like 
amount of underlying bonds, approved. 


COMMISSION ORDERS 


No. 25492, Shell Petroleum Corporation vs. A. T. & S. F. et qj 
Cities Service Oil Co. and Empire Oil & Refining Co. permitted to 
intervene. 

No. 25422, Deep Rock Oil Corporation vs. A. & W. et al. Shel 
Petroleum Corporation permitted to intervene. 

No. 25473, Ohio-Kentucky Associated Industries vs. Alton et a] 
Robinson Clay Products Co. permitted to intervene. 7 

No. 25413, Skelly Oil Co. vs. A. & S. et al. Shell Petroleum (Cor. 
poration permitted to intervene, 

Finance No. 9556, Application of Denver Intermountain & Summit 
Railway for certificate to acquire and operate that part of the line of 
the C. & §. extending from Denver to Leadville, Colo., ang 
Finance No. 9582, Application of Denver, Leadville & Alma Railroad 
for certificate to acquire and operate that part of the line of Colorado 
& Southern extending from Denver to Leadville, Colo. Board of 
County Commissioners of Lake County, Colo., permitted to intervene, 

Finance No. 5938, Erie bonds. The first ordering paragraph of the 
order of the Commission entered herein on December 16, 1926, 117 
I. C. C. 427, is modified so as to permit the Erie Railroad Company 
to pledge with the Railroad Credit Corporation, as collateral security 
for notes heretofore or hereafter issued to that corporation, its 
equity in not exceeding $4,842,900 of its general-mortgage 4 per cent 
convertible 50-year gold bonds, series D, and $440,000 of its general 
mortgage 4 per cent convertible 50-year gold bonds, series B, which 
now are or may hereafter be pledged with the Reconstruction Finance 
Corporation as collateral security for loans. 

Finance No. 7972. Erie bonds. The first ordering paragraph of the 
order of the Commission entered herein on December 28, 1929, 158 
I. C. C, 525, as modified by supplemental order of December 11, 1931, 
is further modified so as to permit the Erie Railroad Company to 
pledge with the Railroad Credit Corporation as collateral security 
for notes heretofore or hereafter issued to that corporation, its equity 
in not exceeding $12,000,000 of its first-consolidated mortgage general- 
lien 4 per cent gold bonds which now are or may hereafter be pledged 
peg the Reconstruction Finance Corporation as collateral security 
or loans. 

Valuation No. 1135, In the matter of tentative valuation of property 
of Rio Grande City. Western Union Telegraph Co. permitted to 
intervene. 

Finance No. 9583, Application Hoboken Manufacturers’ Railroad. 
Motion of Hoboken Manufacturers’ Railroad to deny intervening peti- 
tion of Trunk Line Association overruled, and Trunk Line Association 
permitted to intervene. 

No. 25511, Maine Potato Growers’ & Shippers’ Association vs. 
B. & Ar. New York, New Haven & Hartford permitted to intervene. 

No. 25439, Detroit Harbor Terminals, Inc., vs. P. M. et al. Nichol- 
son Terminal & Dock Co. permitted to intervene. 

No. 25430, California Live Stock Commision Co. et al. vs. A. T. & 
S. F. et al. Armstrong & Armstrong, Cook Cattle Co., Roy J. Daven- 
port, A. R. Dean, Cy Elder, Jess Elrod, R. H. Espy, Gibson Bros., T. 
J. Coggin, Walter Hightower, R. Kornegay, J. D. McGregor & Son, 
James Reagan, K. Reagor, Roberts & Franklin, J. A. Sacra, Edgar 
Timberlake, Frank Williams and Roya Williams permitted to intervene. 


INTRASTATE EMERGENCY RATES 


The state commissions of Kentucky and Idaho have filed 
with the Commission petitions for rehearing in No. 25135, in- 
creases in intrastate freight rates (see Traffic World, October 15, 
p. 691), in which the Commission found unjust discrimination 
against interstate commerce because of the failure or refusal 
of the commissions in Arkansas, Idaho, Kentucky, Louisiana, 
Montana, Nebraska, Oklahoma, Texas and Utah to permit the 
railroads to apply the surcharges authorized in Ex Parte 103, 
the Fifteen Per Cent Case, 1931, for interstate traffic. 

The state commissions of Arkansas, Nebraska and Texas 
have issued orders permitting the intrastate increases to go into 
effect and the Utah commission has announced it will permit 
the increases to be made. The Oklahoma commission also will 
permit the increases to be made. 

The Louisiana commission, it is understood, is considering 
contesting the Commission’s decision in the courts. 

The Commission, November 2, had not received word from 
the Louisiana and Montana commissions as to what they Pro 
posed to do about the findings of the Commission that unjust 
discrimination against interstate commerce resulted from the 
refusal of those state commissions to allow surcharges on intra- 
state traffic. In this proceeding the Commission said that where 
state commissions directly involved notified it on or before 
November 1 that they would promptly permit the increases 
required, it would not issue orders, but that if an order were 
necessary in any part of the proceeding, it would be issued o2 
or immediately after November 1 and require the establishment 
of the increased rates on short notice. 


TENTATIVE VALUATIONS 
Valuation No. 1138, tentative valuation report on the prop 
erty of the Condon, Kinzua & Southern Railroad Co., as of Dec. 
31, 1928. By the Commission, division 1. Final value, owned 
and used property, $280,000. 
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PETROLEUM FOURTH SECTION 


XAMINEKS E. J. Hoy and ¥. S. Feyser in Fourth Section 

Applicaliol No. 14/54, petroleum pruouucts trom New Urleaus, 
us, group LO MEeMphis, ‘Venn., and Uhio Kiver points, have rec- 
commenued that the applicants be authorized to establish anu 
maintain rates on gasoline, kerosene and naphtha trom points 
m the group mentioned to Memphis not lower than 15 cents 
and to maintain higher rates trom and to intermediate points, 
provided that the rates from and to higher rated intermediate 
points shall in no case exceed the lowest combination. ‘lhe 
applicants were the Illinois Central and the Yazoo & Mississippi 
Valley. 

‘Yhe examiners recommended denial of the application of 
the lllinois Central lines for fourth section authority to estab- 
lish and maintain rates on petroleum products from the New 
Orleans-Baton Rouge group to Paducah, Owensboro and Louis- 
ville, Ky., lower than apply from the same group to interme- 
diate destinations in Mississippi, Tennessee, and Kentucky. 

The examiners said that the situation at Memphis to which 
they recommended relief was substantially different from that 
at the Ohio River points. At Memphis, they said, the water- 
borne traffic of petroleum products from New Orleans was the 
dominating and controlling factor in the distribution there. At 
the Ohio River points, they said, such traffic was only a sec- 
ondary factor. They added that the proposed reduction in rates 
to the Ohio River points would not only cause undue prejudice 
to southwestern shipping points but would also seriously dis- 
turb the existing rate structure within a large territory which 
consumed an enormous quantity of petroleum products. The 
rate to Memphis recommended by them, they said, would not 
have such effect. 

The carriers proposed rates of 11 cents to Memphis, 13 
cents to Paducah, 16 cents to Owensboro and 19 cents to Louis- 
ville, ranging from 35.1 to 43.2 per cent of the present rates. 

Applicants estimated, the examiners said, that if they re- 
gained all the traffic now moving by water, it would yield a 
maximum of $1,149,081.54, and that the entire loss resulting 
from the reductions proposed would amount to $154,465.30. 
The examiners said that if the rates proposed were established, 
the applicants expected to regain only from one-half to two- 
thirds of the traffic. 


SAND AND GRAVEL IN GEORGIA 


On further hearing in No. 17517, rates on chert, clay, sand 
and gravel within the state of Georgia, and cases grouped there- 
with, Examiner E. H. Waters has recommended that the Com- 
mission find that the record in No. 17517 and associated pro- 
ceedings does not justify the prescription of one scale of rates 
for application to both single-line hauls and joint-line hauls 
in lieu of the dual system heretofore approved and prescribed 
in the proceedings. He said this finding should be without 
prejudice to views expressed in the report proposing the accord- 
ing of relief by state commissions in exceptional cases of hard- 
ship from the operation of the dual system. 

The Commission should further find, said the examiner, 
that the record did not justify the discontinuance of the au- 
thority previously granted to certain short or weak lines to 
charge an arbitrary of 25 cents a ton in addition to the standard 
line scales. He said the assessment of this arbitrary was 
optional with the short or weak line. Continuing in his recom- 
mendations, Examiner Waters said: 


That the previous finding in No. 22109 that the 17517 standard line 
Scales are reasonable rates for the interstate transportation of this 
— in straight or mixed carloads, between points in South Caro- 
we, and from points in other states, in southern territory, except 

lorida, to points in South Sarolina, should be reaffirmed. 

The evidence goes*to show that in exceptional instances the cir- 
cumstances and conditions surrounding the intrastate transportation 
of this traffic within South Carolina justifies relief from the strict 
épplication of the 17517 joint line system of rates. In other words, 
ng Commission's former findings and order made and entered in 
} = 22109 requiring, without exception, the application of the 17517 
sca €s within South Carolina should not be enforced without appro- 
. modifications. In keeping with the thought previously expressed 
can felt that the matter of working out a lawful basis of rates that 
the accord appropriate relief in such exceptional instances where 
od assessment of the 17517 joint-line arbitraries would result in real 
ae pubstantial hardship should be left in the first instance to the 
> u h Carolina commission and with the hope that no further action 
— is Commission will become necessary. It is further recom- 
= ed that this be done with the expectation that the South Caro- 
win commission will proceed as soon as possible to authorize a revision 

ch, while according lawful and appropriate relief from the 17517 


joint-line rates in exceptional cases of substantial and real hardship 
will nevertheless be, on the whole, in harmony with the said approved 
interstate bases. 

That the respondents in I. & S. 3625 have justified the proposed 
schedules of rates. 


This report also embraces the following cases on further 
hearing: No. 17699, Roquemore Gravel Co. et al. vs. Atlanta, 
Birmingham & Atlantic et al.; No. 17699 (Sub. No. 1), Same 
vs. Atlanta, Birmingham & Atlantic et al.; No. 17689, Roquemore 
Gravel Co. et al. vs. Atlanta, Birmingham & Atlantic et al.; No. 
17763, Same vs. Atlanta, Birmingham & Atlantic et al.; No. 
17764, Dixie Sand & Gravel Co. vs. Atlanta, Birmingham & 
Atlantic et al.; No. 17764 (Sub. No. 1), Same vs. Atlanta, Birm- 
ingham & Atlantic et al.; No. 19512, Birmingham Slag Co. vs. 
Alabama Great Southern et al.; No. 22109, In the Matter of 
Rates on Sand, Gravel, Crushed Stone, etc., Within the State 
of South Carolina; I. and S. No. 2470, Sand, Gravel and Slag 
from Alabama and Tennessee to Points in Georgia; and I. and S. 
No. 3250, Sand, Gravel, Slag, Stone and Chert between, from 
and to Points in Mississippi Valley Territory. The report also 
embraces, on original hearing, I. and S. No. 3625, Sand, Gravel, 
Slag, Stone and Chert between Points in Southern Territory. 


GASOLINE FOURTH SECTION 


A recommendation that the Commission grant fourth section 
relief on gasoline, from the New Orleans-Baton Rouge, La., 
group and Mobile, Ala., to Birmingham, Tuscaloosa, Holt, Mont- 
gomery and Selma, Ala., on account of water competition on the 
rivers and Gulf, has been made by Examiners E. J. Hoy and 
P. S. Peyser in Fourth Section Application No. 14747, gasoline 
to river points in Alabama. They were the examiners who 
handled the Hoch-Smith petroleum cases. They have recom- 
mended that the finding in Petroleum and Its Products, 171 
I. C. C. 286, requiring the maintenance of rates from the New 
Orleans-Baton Rouge group in relation to rates from south- 
western origin groups, be modified to the extent necessary to 
permit the rates recommended, without requiring similar 
changes in rates from the southwestern origin groups. 

Their recommendation is that the applicants be authorized 
to establish and maintain rates, in tank cars, from and to the 
points considered on the basis set forth in the application and 
to maintain higher rates to and from intermediate points, pro- 
vided that the rates from and to the intermediate points in no 
case exceed the lowest combination and, provided further, that 
the relief granted shall not apply in connection with any routes 
more than 65 per cent circuitous. 

In addition the examiners say that the Commission should 
further find that the development of water competition has 
resulted and will result in new and changed conditions affecting 
the movement of gasoline from and to the points involved; and 
that the finding in the general petroleum investigation requir- 
ing the establishment and maintenance of rates from the New 
Orleans-Baton Rouge group in relation to rates from the south- 
western origin groups, in view of the changed conditions, from 
the Louisiana group, should be modified so as to permit the 
railroads to disregard the fourth section in the way indicated, 
without rendering necessary any changes in the rates from the 
southwestern origin groups to the southeastern destination in- 
volved in this application. 

Transportation of gasoline on the Warrior, Mississippi, 
Black and Alabama Rivers in the barges of oil companies with- 
in the past year, the report showed, was the reason for the 
application. The Pure Oil Inland Transportation Co., a sub- 
sidiary of the Pure Oil Co., Was mentioned as one of the com- 
panies having taken not only its own products but as having 
offered to transport the property of others. However, the 
examiners said, the exact nature of the offers had not been 
established with an degree of certainty. But there was testi- 
mony that certain contract carriers had solicited the trans- 
portation of gasoline by barge to Birmingport. The examiners 
said that the refiners in the New Orleans-Baton Rouge group 
were located on deep water and had adequate water transpor- 
tation and terminal facilities. For a long time, the examiners 
said, they had shipped large quantities of gasoline in tank 
steamers and barges to Gulf and south Atlantic ports and up the 
Mississippi as far as Memphis, Tenn. 

The carriers proposed to make the water competitive rates 
on the basis of 20 cents from Mobile, Ala., and 23.5 cents from 
the New Oreans-Baton Rouge group. They regarded them, the 
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examiners said, as being such as would enable them to retain 
existing traffic to their rails. 


PROPOSED REPORTS 


Wooden Cores and Transit 


No. 24424, Elmore Veneer Co. vs. C. M. St. P. & P. et al., 
and two sub-numbers, Kiel Wooden Ware Co. vs. Same and J. 
W. Wells Lumber Co. vs. C. & N. W. et al. By Examiner Paul 
Coyle. Proposed to be found that under defendants’ transit 
tariff wooden cores remaining after the outside of logs had been 
converted into veneer should be treated as a product by transit 
operators in determining the percentage of their production. 
Transit rules requiring the treatment of wooden cores as a 
product proposed to be found unreasonable to the extent they 
prevented the treatment of wooden cores as waste when used as 
fuel wood at the transit point. Recommended that the transit rule 
be changed so as to permit transit operators to areat cores used 
as fuel as waste in calculating their production. Proposed that 
carriers be authorized to waive any undercharges outstanding 
against the title complainant resulting from the treatment as 
product of wooden cores which were used as fuel at Oconto, 
Wis. Proposed that the Commission find that a reasonable 
nontransit rate on saw logs and bolts from Chicagoan Mine, 
Mich., to Menominee, Mich., over the Chicago & North Western 
would be 6.5 cents. Amended rule and new rates recommended. 


Sodium Phosphate 


No. 25057, C. B. Fleet Co., Inc., vs. C. of N. J. et al. By 
Examiner L. B. Dunn. Rate, sodium phosphate, Carteret, N. J., 
to Lynchburg, Va., unreasonable to the extent it exceeded 28.5 
cents. Reparation proposed. 


Crude Sulphur 


No. 25257, Duval Texas Sulphur Co. vs. Texas Mexican. By 
Examiner Herbert P. Haley. Dismissal proposed. Rate, crude 
sulphur, carloads, Bryam (Palangana), Tex., to Corpus Christi, 
Tex., for export or coastwise movement beyond, not unrea- 
sonable. 


Bagging 
No. 24479, Carolina Bagging Co. et al. vs. N. & W. et al. 
By Examiner A. E. Later. Dismissal proposed. Rates charged, 
new, reconditioned, rewoven, and mill-run bagging, points in Vir- 
ginia, Tennessee, Georgia and the Carolinas, to points in the 
Carolinas and Georgia prior to December 15, 1930, proposed to 
be found not unreasonable. 


Hogs 

No. 25133, Irvin Daugherty et al. vs. A. T. & S. F. et al. By 
Examiner John J. Crowley. Rates, hogs, in single-deck carloads, 
Akron and Denver, Colo., Gering, Grand Island, Potter, St. Paul, 
Shelton and South Omaha, Neb., and Hawksprings, Wyo., to Los 
Angeles, Calif., unreasonable to the extent they exceeded 101 
cents from Denver, Hawksprings and Potter; 103.5 cents from 
Gering; 107.5 cents from Akron; 111.5 cents from Shelton; 
113.5 cents from Grand Island and St. Paul, and 120 cents from 
South Omaha, subject to a minimum of 16,500 pounds. Repara- 
tion proposed. Examiner said no order for the future was nec- 
essary since rates had been prescribed in Live Stock-Western 
District Rates, 176, I. C. C. 1, now in effect. 


Grain Products Divisions 


No. 24601, Minnesota-Atlantic Transit Co., et al. vs. C. M. 
St. P. & P. et al. By Examiner R. N. Trezise. Dismissed 
proposed. Divisions accorded complainants out of joint reship- 
ping or proportional rates, grain products, from Minneapolis 
and St. Paul, Minn., Omaha, Neb., Kansas City, Mo., and other 
points to Buffalo and New York, N. Y., and other eastern des- 
tinations proposed to be found not unjust, unreasonable or oth- 
erwise unlawful. 

Printing Paper, Etc. 

No. 9987, Michigan Paper Mills Traffic Association et al. 
vs. A. T. & S. F., Director-General et al. By Examiner Horace 
W. Johnson. Upon further hearing, order in West Virginia 
Pulp & Paper Co. vs. B. & O. et al., 165 I. C. C. 349, ordering 
that the supplemental order of January 25, 1921, as amended, 
in No. 9987, be vacated as of November 1, 1930, proposed to be 
sustained and that the proceeding reopening that case be dis- 
continued. 

Zine Dross 

No. 25205, Federated Metals Corporation vs. B. & O. et al. 
By Examiner L. H. Macomber. Dismissal proposed. Rates, 
zine dross, Birmingham, Ala., to Beckemeyer, IIl., not unreason- 
able or otherwise unlawful. 

Moulding Sand 


No. 25349, Allen Manufacturing Co. et al. vs. L. & N. et al. 
By Examiner Morris H. Konigsberg. Dismissal proposed. 
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Rates, moulding sand, points in Indiana and Ohio to Nashyil, 
and Franklin, Tenn., not inapplicable or unreasonable. 


Livestock 


No. 25273, Producers’ Cooperative Commission Associatioy 
vs. C. C. C. & St. L. et al. By Examiner L. J. P. Fichthom 
Recommends reparation on finding rates, livestock, to Buffalo, 
N. Y., unreasonable to the extent they exceeded 29 cents fron 
Sidney, Kenton, and Urbana, O., on cattle, single deck, or calves 
hogs or sheep, double deck, and 33.5 cents on calves or hogs, 
single deck; and 28 cents from Bellefontaine, O., on cattle 
single deck, or calves, hogs or sheep, double deck, and 3 
cents on calves or hogs, single deck. 

Second-Hand Track Material 

No. 25200, American Tank & Equipment Corporation et a], 
vs. St. L.-S. F. et al. By Examiner L. J. P. Fichthorn. Dis. 
missal proposed. Rate, second-hand railway track material, 
Ranger, Tex., to Oklahoma City, Okla., not unreasonable, 


Second-Hand Drill Pipe 


No. 24760, Haynes Brothers vs. T. & P. et al., embracing 
also a sub-number, Shreveport Chamber of Commerce et al. ys, 
A. T. & S. F. et al. By Examiner John McChord. Dismissal] 
proposed. Rates, second-hand drill pipe with tool joints at. 
tached, Shreveport, La., to Hobbs, N. M., and from various other 
points in southwestern territory to other points in the same 
territory, not unreasonable. 

Petroleum 

No. 24878, Sinclair Refining Co. vs. A. T. & S. F. et al, 
By Examiner P. F. Mackey. Rates, refined petroleum products, 
to Canby, Minn., were, are and for the future will be unreason. 
able and unduly prejudicial to extent that they exceeded, exceed 
or may exceed 43 cents from Argentine, Kan., 48 cents from 
Coffeyville, Kan., and 50 cents from Oklahoma City and Sand 
Springs, Okla. Rates for future and reparation recommended, 

Gasoline 

No. 25319, Cole Brothers vs. D. & R. G. W. et al. By Ex 
aminer Elza Job. Proposes reparation of $113.96 on finding rates, 
gasoline, Casper, Wyo., and Wichita, Kan., to Pando, Colo, 


unreasonable to extent they exceeded 63 cents from Casper and 
70 cents from Wichita. 


Hogs and Sheep 


No. 25134, Goldring Packing Co. et al. vs. L. A. & S. L. et al. 
By Examiner John J. Crowley. Proposes reparation on finding 
unreasonable rates, hogs and sheep, points in Utah, Idaho, Wyom- 
ing, and Montana to Los Angeles, Calif., to the extent that the 
charges collected exceeded those which would have accrued on 
the basis of distance scale rates and weights prescribed in No. 
23302, Standard Packing Co. vs. Union Pacific, 178 I. C. C. 203. 


Cc. ST. P. M. & 0. ABANDONMENT 

Denial of the application of the Chicago, St. Paul, Minne- 
apolis & Omaha Railway Co. in Finance No. 9313, for authority 
to abandon its Fairmont branch extending from Madelia to Fair- 
mont, 28 miles, in Watonwan and Martin counties, Minn., has 
been recommended by Examiner R. R. Molster in a proposed 
report. The Railroad and Warehouse Commission of Minnesota 
and representatives of various local communities and interests 
opposed the application. 

The effect of highway transportation on the branch line was 
outlined in the report, the applicant having contended that the 
territory served could not support both rail and highway serv- 
ices. A witness for the applicant stated that until trucking 
rates were regulated the railroad could not hope to meet the 
truckers’ competition in that respect. 

“The loss to the whole territory,” said Examiner Molster 
in his conclusions as to abandonment, “would be of a magnitude 
out of all proportion to the resultant benefit to the applicant. 
Therefore, before the drastic step now proposed is taken, every 
possible effort should be exerted to preserve the line by the 
fullest cooperation between the carrier and the people of the 
territory.” 

If, in spite of measures taken to restore traffic to the branch, 
the results of operation continue to be a serious drain on the 
applicant’s meager earnings, then there can be no alternative 
but eventual abandonment of the line, according to the examiner. 


SUSPENDED TARIFFS 


In I. and S. No. 3824, the Commission has suspended from 
November 3 until June 3, schedules in supplement No. 23 t0 
Chicago, Burlington & Quincy, I. C. C. No. 17557. The sus 
pended schedules propose to cancel the reworking or fabrica- 
tion in transit arrangements on certain iron and steel articles, 
including wire, at stations on the Chicago, Burlington & Quincy. 

In I. and S. No. 3822, the Commission has suspended from 
November 1 until June 1, schedules in Supplements Nos. 6 and 
7 to E. B. Boyd’s I. C. C. No. A-2281. The suspended schedules 
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propose to eliminate Industrial City from the list of industrial 
sidings Or team tracks at St. Joseph, Mo., leaving no provi- 
sions in force for handling carload traffic at that point. 

In I. and S. No. 3823, the Commission hag suspended from 
November 1 until June 1, schedules in Supplement No. 24 to 
H. G. Toll’s I. C. C. No. 1281. The suspended schedules pro- 
pose to cancel the routing on sheep, in carloads, from points 
on the Oregon-Washington Railroad & Navigation Company to 
eastern destinations via the Great Northern Railway or the 
Northern Pacific Railway, which would result in the applica- 
tion of higher combination rates via those routes. 


WESTERN CLASS RATES 


Acting on the petitions filed by carriers and others for 
reopening, etc., in No. 17000, part 2, western trunk line class 
rates, and replies thereto, the Commission has reopened No. 
17000, part 2, and Ex Parte 87, Sub. No. 1, but has denied the 
request of carriers for suspension of orders therein and for 
other immediate and temporary relief. The material part of 
the reopening order follows: 


It is ordered, That the above-entitled proceedings be, and they 
are hereby, reopened for further hearing for the purpose of bringing 
the record down to date, and to permit said petitioners and others 
to show cause why the findings and orders therein which determine 
or affect the rates prescribed over all-rail routes on the classes of 
freight described in the governing classifications, and on the articles 
other than butter, eggs, and poultry, enumerated in findings 17 and 
17 (a) in the reports therein, should be modified or set aside. 

It is further ordered, That the said proceedings be broadened to 
include the issue of the lawfulness of the bases of rates prescribed in 
said findings 17 and 17 (a) on the articles named therein, except but- 
ter, eggs, and poultry, in instances where rates in conformity with 
such bases have been established over all-rail routes by respondent 
carriers between points within the territorial scope of these proceed- 
ings although not so specifically required by those findings. 

It is further ordered, That in all other respects, including the 
request for suspension of the orders therein, and for other immediate 
and temporary relief, the said petitions be denied, and that pending 
final determination upon the reopening and further hearing that the 
findings and orders of the Commission as heretofore modified shall 
remain in full force and effect until the further order of the Com- 
mission. 


At the same time that it made public its order of reopening, 
November 1, the Commission, through Secretary McGinty, issued 
a statement outlining the scope of the reopened proceeding and 
announcing that further hearing would be held beginning at 
10 o’clock a. m. (standard time), December 7, at the Hotel 
Sherman, Chicago, Ill., before Examiners Koebel and Paulson. 
Continuing, the Commission said: 


_ The commissions in the eleven states lying wholly or partly in 
W. T. L. territory, as defined in the original report, are invited to 
cooperate with this Commission in this reopening under arrangements 
similar to those made in the original proceeding. This Commisison 
requests that it be advised of any action by them towards cooperation. 

The reopening is not limited to rates on interterriorial and long- 
haul traffic. The order places in issue the entire all-rail adjustment 
prescribed on the classes of freight described in the governing clas- 
Sifications; and the application, within the territorial scope of the 
proceedings, of the bases of rates provided in findings 17 and 17 (a) 
as required by the Commission or established by the carriers. But- 
ter, eggs, and poultry are excepted. No need appeared to reopen 
the proceedings with respect to those articles because finding 17 is 
without prejudice to the conclusions which may be reached in No. 
16750, National Poultry, Butter & Egg Assn. vs. Aberdeen & Rock- 
fish Ry. Co. et al. 

Other than Ex Parte 87 (Sub-No. 1), none of the proceedings 
heard with No. 17000, Part 2, or other cases, have been reopened. 
It should be understood that orders in any other case will be modi- 
fied or vacated to the extent necessary if inconsistent with conclusions 
reached on thfs reopening. 

Commodity rates, as such, are not in issue. The proceedings 
have not been reopened with respect to rates between W. T. L. and 
southern territories, nor as to lake-rail rates. 

_ The matter of classification ratings was not in issue in the 
original proceeding, and it will not be considered under the present 
order. It is the purpose to deal with the articles of commerce ac- 
cording as they may be grouped as a whole in the respective classes 
by their classification ratings; or as a whole as assembled by findings 
17 and 17 (a) for special treatment. This reopening does not con- 
template the reception of evidence bearing upon particular articles 
of traffic by which parties seek to prove that such articles should be 
accorded special treatment apart from the groupnig indicated above. 

Before leaving the subject matter touched upon in the foregoing 
paragraph, it is appropriate to mention the order entered December 
. 1931. By that order this proceeding was reopened and broadened 
Hy the extent there stated as to ratings governing interritorial traf- 
a That reopening contemplates a detailed investigation of alleged 
fre ue prejudice or preference in rates on specific articles arising 
nn differences between the ratings in western and official classifi- 
= ons, and exceptions thereto, and from differences in percentage 
elations of classes in the W. T. L. and eastern adjustments. Evi- 
mee with respect to the issues defined in the order of reopening of 

oy 1, and accompanying notice of December 3, 1931, will not 

ol eard as a part of this reopening, but should be presented at a 
ae or hearings later to be assigned in conformity with that 
to a will be the purpose of the Commission to expedite the hearings 
vaio e antens Possible, without depriving any interested party of a 
tive onable opportunity to introduce evidence. The Commission de- 
- that the parties will not reiterate or review evidence already 
. pecees in this proceeding, or offer other cumulative evidence. It 
vow tos that the parties will cooperate with one another with a 

0 the avoidance of duplication. Parties referring to, or relying 
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upon, evidence already of record should make reference thereto by 
specific record page or exhibit number. 

Formal petitions to intervene are unnecessary. 
will be heard without that formality. 

The hearing now assigned at Chicago will be confined to re- 
spondents’ direct evidence and cross-examination thereon. Additional 
hearings are contemplated in January, 1933, at times and places to 
be determined after canvass of the situation at the Chicago hearing. 
At such additional hearings evidence by all other parties will be re- 
ceived, followed by respondents’ rebuttal at the last hearing. 

It is impossible to estimate the total number of copies of ex- 
hibits required. Three copies will suffice for the Commission, In 
order to avoid delay at the earlier sessions, counsel are reminded 
that an adequate number of copies must be available for other counsel 
when a witness is presented. Distribution of his exhibits in sets ar- 
ranged in the order of intended proffer, should be made before a par- 
ticular witness takes the stand. ’ 

Announcement will be made prior to the close of the hearings 
as to whether a proposed report will be issued. 


NEW JERSEY CLASS RATES 


The Commission in No. 15879, eastern class rate investiga- 
tion, and No. 25570, intrastate class rates in New Jersey, has 
revised its order instituting a thirteenth section proceeding 
in respect of New Jersey state class rates and reopening the 
eastern class rate case, so as more definitely to show the 
scope of the inquiry. (See Traffic World, Oct. 15, p. 688, 
and Oct. 22, p. 791.) It has also postponed the hearing at 
Newark, N. J., now set for November 9, before Examiner Hos- 
mer, to Nov. 28 at the same place and before the same examiner. 

The more definite showing of the scope is accomplished by 
and amending of the second ordering paragraph of the order, 
dated Oct. 3, to read as follows: 


It is further ordered, That No. 15879, eastern class rate in- 
vestigation, be, and it is hereby, reopened for further hearing 
(a) as to all so-called short-haul rates between points in New 
Jersey and between points in New Jersey on the one hand and 
points in other states on the other hand referred to in Section B 
of Appendix K (revised) to the supplemental report on recon- 
sideration, 171 I. C. C. 481; (b) as to rates between Camden, N. J., 
and other points in trunk-line territory for distances less than 


Interested parties 


.80 miles referred to in subdivision (b) of finding No. 16 in the 


original report, 164 I. C. C. 314, 448; and (c) as to all other class 
rates applicable on interstate traffic only between points in New 
Jersey prescribed in this proceeding or published as a result of 
the findings therein. 


NEWSPRINT PROCEEDINGS 


On consideration of the records in the proceedings and of 
petitions of producers and consumers of newsprint paper for 
further hearing, the Commission has reopened for further hear- 
ing No. 21095, rates on newsprint paper, import and domestic, 
to points in official and southern classification territories, and 
the cases grouped therewith. 

Further hearing will begin at the Hotel New Yorker, New 
York City, November 28, before Examiner Howell. The date 
for the filing of exceptions to the proposed report-of the exam- 
iner has been set aside. In a notice the Commission said: 


At the further hearing in the above-entitled investigation and 
cases consolidated therewith the parties should present, in addition to 
evidence as to changes in conditions since the close of the former 
hearings, evidence as to matters covered by the several suggestions 
of the examiner in his proposed report, particularly as to rates from 
the international boundary points. The record should be made as 
complete as practicable in order that the Commission may have 
proper basis for consideration and action, but there should be no 
duplication of evidence now of record. It is highly desirable that 
statements of movements from the various origins to the several 
territories of destination be as informative as practicable and uniform 
as to period or periods. ‘ 


In addition to No. 21095, the proceedings embrace the fol- 
lowing: 

No. 20099, International Paper Co. et al. vs. A. C. & Y. et 
al., a sub-number thereunder, Same vs. Same; No. 20631, Min- 
nesota & Ontario Paper Co. et al. vs. Southern et al.; No. 20633, 
Abitibi Power & Paper Co., Lfd., et al. vs. A. G. S. et al.; No. 
20690, St. Regis Paper Co. et al. vs. A. G. S. et al.; No. 20712, 
Jackson Traffic Bureau vs. A. G. S. et al.; No. 20800, Wiscon- 
sin Paper & Pulp Manufacturers’ Traffic Association vs. C. & 
N. W. et al.; No. 20974, Cushnoc Paper Corporation et al. vs. 
A. C. & Y. et al.; No. 21157, Anglo Canadian Pulp & Paper 
Mills, Ltd., et al. vs. A. C. & Y. et al.; No. 20254, Publishers’ 
Association of New York City et al. vs. B. & A. et al., and a 
sub-number thereunder, Same vs. A. E. et al.; No. 20545, Inter- 
national Paper Co. vs. B. & O. et al., and five sub-numbers 
thereunder, St. Regis Paper Co. et al. vs. Same; Canadian In- 
ternational Paper Co. vs. Same; International Paper Co. vs. 
Same; Great Northern Paper Co. vs. Same; Cushnoc Paper 
Corporation et al. vs. Same; No. 20575, Enterprise Publishing 
Co. vs. B. & M. et al.; No. 20727, Spanish River Pulp & Paper 
Mills, Ltd., et al. vs. A. C. & H. B. et al.; No. 21042, Anglo 
Canadian Pulp & Paper Mills, Ltd., et al. vs. A. C. & H. B. et 
al.: No. 21126, International Paper Co. vs. B. & A. et al.; No. 
21534, Gilman Paper Co. vs. Maine Central et al.; No. 21738, 
The State Co. vs. A. C. L. et al.; No. 23198, Minnesota & On- 
tario Paper Co. et al. vs. I. C. et al.; I. and S. No. 3316, paper, 
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paper articles and winding cores between points in Canada and 
the United States, and I. and S. No. 3328, paper, paper articles 
and winding cores between points in Canada and the United 
States (2). 


LOANS TO RAILROADS 


In Finance No. 9585, Puget Sound & Cascade Railway Co. 
reconstruction loan, the Commission, by division 4, has approved 
a loan of $300,000 from the R. F. C. to the carrier for three 
years to liquidate indebtedness of the Puget Sound Pulp & Tim- 
ber Co. on open account which, as of June 30, 1932, amounted 
to $298,610.29. The Puget Sound Pulp & Timber Co. owns all 
of applicant’s capital stock. It proposes to apply the proceeds 
of the loan to reestablish its normal working-capital position. 
The Commission said that while in form a loan to the railroad 
it was in substance a loan to the pulp company and added: 


It appears that the railroad is an eligible applicant under the law, 
while the pulp company is not. Hence the form in which the appli- 
cation is presented. The railroad owes money to its proprietor. With 
the security furnished by that concern, and with its guaranty of the 
obligation, the loan seems to be adequately secured. Whether it is 
proper to use an arrangement of this character to secure funds for 
a corporation which is not itself eligible to borrow, presents a ques- 
tion by no means free from doubt under the terms of the reconstruc- 
tion act. But we take it that question must be determined by the 
board of the Reconstruction Finance Corporation rather than by us. 


The Commission said applicant should pledge as collateral 
for the loan an equal principal amount of bonds to be issued 
under a new closed first mortgage on all its physical assets and 
that the pulp company should guarantee payment of the loan. 

In Finance No. 9174, Pittsburgh & West Virginia Railway 
Co. reconstruction loan, the Commission, by division 4, in a 
supplemental report, has approved a further loan of $169,985 for 
three years to be used for paying in part the principal and in- 
terest of equipment trust certificates of 1924, due November 1, 
1932, and interest due on bank loans on December 12, 1932. 
The applicant asked for a loan of $403,419.53. The Commission 
approved the diversion to the payment of the equipment trusts 
and the interest on the bank loans of unexpended sums aggre- 
gating $200,000 heretofore borrowed by the applicant from the 
R. F. C. for the purpose of paying capital-stock taxes and con- 
demnation awards, and of the sum of $33,434, the loan of which 
by the R. F. C. was likewise conditionally approved bv the I. 
Cc. C. for the purpose of paying 50 per cent of certain bank 
loans, said sum not having been borrowed heretofore bv apoli- 
cant. Applicant should pledge as additional security for the 
loans from the R. F. C. $601,000 of its general mortgage 6 ner 
cent bonds of 1952, the Commission said. Commissioner Ma- 
haffie dissented on the ground that the security for the loan 
would be inadeavate. He said he would approve the loan onlv 
on condition that it be guaranteed bv the Pennroad Corpora- 
tinn which he said controlled the annlicant hv the ownershin 
of ahont three-fourths of its canital stock. He said the chief 
heneficiarv of this nan was the Pennroad and he nerceived no 
reason whv it should not he reanired to assume some respon- 
sibility for the renayment of the loan. 

In Finance No. 9578. Sumpter Vallev Railway Co. recon- 
struction loan. the Commission. by division 4. has apvroved a 
loan of $68,500 for three vears to nav taxes, a demand note in 
nart and to meet sinkine fund reavirements. Anpnviicant asked 
for a loan of $226.000. The Commission said the annlicant shovld 
nledve as collateral for the Joan not less than S9RF. ANN of ite 
mortgage serial & rer cent eold bonds dune not later than Tan- 
vwarw 1 1949. and that the Inan should he enaranteed hv tho 
Navid Beeles Co. which owns 84 ner cent of anplicant’s stock. 
and hv the Oregon Lumber Co. 


™ Finance No. 9790. the Pere Marouette Railway (na, has 
applied for a loan of $1.900.000 for three vears to pav interest. 
It offers as security its first mortgage 414 ver cent gold honds. 

In Finance No. 9703. the Kansas Citv Terminal Railwav Co. 
has asked the Commission to anprove a loan of $700.900 from 
the R. F. C. to enable it to construct an extension of its line 
in Kansas City, Mo.. to increase its facilities for handling its 
present traffic. Stock of the Jasper Land and Improvement Co. 
is offered as security. 

The receivers of the Seaboard Air Tine. in Finance No. 9704, 
have asked the Commission to avprove a loan of $1,500,000 to 
them by the R. F. CGC. to enable them to meet claims for services. 
labor, materials and sunplies obtained within six months prior 
to the receivership. They offer registered receivers’ certificates 
as security for the loan. 

In Finance No. 9705. the Morristown & Erie Railroad Co. 
has asked the Commission to approve a loan of $150.000 from 
the R. F. C. to enable it to pav short term notes. taxes and traffic 
and car service balances. The company offers its bonds as 
security. 

In Finance No. 9622. Gainesville Midland Railway receiv- 
ers’ reconstruction loan, the Commission, bv division 4, has ap- 
proved a loan of $25,000 from the R. F. C. The receivers asked 
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for $55,105.42 to reimburse the company’s treasury for expendi. 
tures made to take up pressing obligations and avoid forced saj, 
of property, amounting to $42,466. The remainder of the pm 
quested loan was to take care of obligations falling due in th 
near future and make improvements. The Commission approves 
a loan of $25,000 to be secured by the deposit of receiver; 
certificates. 

In Finance No. 9696, New York Central Railroad Co. reggp. 
struction loan, the Commission, by division 4, has approved , 
further loan of $2,500,000 to the carrier from the R. F. C. for a 
term of three years, to be used for the purpose of repairip 
freight cars or locomotives to provide employment and stimy. 
late business. The Commission approved loans to the N. Y, ¢ 
of $4,399,000 on March 23 and of $13,600,000 on June 25. g& 
curities pledged as collateral for the previous loans are to ap. 
ply also as collateral for the new loan. The N. Y. C., with the 
proceeds of the “work” loan, proposes to repair 10,000 steel box 
cars and 3,000 automobile box cars. The work is to be done jp 
the applicant’s shops and it is estimated it will provide employ. 
ment for about 1,500 men for seven or eight months, on the 
basis of 40 hours of labor a week. The repair program may le 
changed by the carrier to provide for repair of other equipment. 

The R. F. C. announced November 3 it had approved the 
“work” loan of $2,500,000 to the New York Central. 


R. C. C. REPORT 


The Railroad Credit Corporation on November 1 had either 
actually made or authorized loans to railroads to meet their 
fixed interest obligations totaling $35,500,719, according to the 
monthly report of that corporation filed with the Commission, 

Collection of rate increases under Ex Parte 103, according 
to the report, totaled $40,847,002 in the first eight months this 
year, the increase having become effective January 4. The 
amount derived from the increase in August amounted to 
$5,082,396. 

In a letter addressed to chief executives of participating 
carriers and accompanying the report, E. G. Buckland, president 
of the corporation, said: 


Loans applied for aggregate $96,235,457, of which $55,055,213 has 
been withdrawn from the docket, representing requests beyond the 
scope of the plan, or funds which could be secured from other sources. 
The remaining $41,180,244 is divided between approved loans of 
$36,565,969, and deferrred items of $4,614,275. The amount deferred 
does not indicate the limit of demands to be made on the fund in 
the near future. Loans made total $35,441,469, and repayments 
ry i ee leaving the net outstanding as per balance sheet of 

Full utilization is being made of funds available for loans to meet 
current requirements. The cash balance of $2,251,910, being subject 
to demands in the immediate future to take up loan commitments of 
$1,124,500, the actual working balance is $1,127,410. With the ap- 
proaching interest requirements for the end of the calendar and fiscal 
year, this balance is not as large as desired. Nevertheless, the indi- 
cations, at this time, are that the fixed interest obligations of major 
Class I carriers, for the remainder of the year, will be duly met. 

All commitments to the Reconstruction Finance Corporation to 
take over advances made by it to participating carriers, during the 
ee which your corporation was without resources, have been 
u ed. 


EXCESS INCOME REPORTS 


Finance No. 3656, Clinchfield Railroad Co. excess income. 
Tentative recapture report by the Commission, division 1. 
Amount recapturable, $408,644.19, distributed as follows: 1925, 
$107,917.64 on vauation of $55,550,000; 1926, $188,019.93 on val- 
vation of $54,500,000, and 1927, $112,706.62 on valuation of 
$53,400,000. 

Finance No. 3718, El Dorado and Wesson Railway Co. ex 
cess’ income. Report proposed by Examiner Frank B. WarreD. 
Amount recapturable, $212,070.32, distributed as follows: 1921, 
$22,472.34 on valuation of $225,000; 1922, $38,522.60 on valuation 
of $245,000; 1923, $31,697.05 on valuation of $260,000; 1924, $40, 
444.32 on valuation of $290,000; 1925, $46,340.44 on valuation of 
$290,000; 1926, $27,084.26 on valuation of $290,000, and 1927 
$5,509.31 on valuation of $275,000. 

Finance No. 3892, Pittsburgh, Chartiers & Youghiogheny 
Railway Co. excess income. Tentative recapture report by the 
Commission, division 1. Amount recapturable, $66,931.89, dis- 
tributed as follows: Last four months of 1920, $394.13 on val 
uation of $2,570,000; 1922, $15,517.42 on valuation of $2,520,000; 
1928, $37,969.26 on valuation of $2,530,000; and 1924, $13,051.08 
on valuation of $2,610,000. 

Finance No. 3915, San Antonio Southern Railway Co. e§ 
cess income. Tentative recapture report by the Commission, 
division 1. Amount recapturable, $144,392.22, distributed as fol- 
lows: Last ten months 1920, $10,155.04 on valuation of $575,000; 
1921, $39,474.40 on valuation of $615,000; 1922, $25,482.73 oD 
valuation of $595,000; 1923, $25,380.90 on valuation of $600,000; 
1924, $23,302.68 on valuation of $645,000; 1925, $3,779.30 on val- 
uation of $640,000; 1926, $16,817.17 on valuation of $620,000. 
The report said that in 1920 there were two officers, the pres 
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dent and general manager, on the payroll of the carrier receiv- 
ing salaries of $3,600 each. The salaries of these two officers 
were increased to $15,899.97 in 1921, with a further increase to 


inact HM 5400 in 1922, and to $66,250 in 1923, according to the report. 
The Commission said it was without any information justifying 

recon. gg the increases and accordingly for the purposes of this report it 

ved 4 found such increases disproportionate and unreasonable, and 

fer therefore reduced operating expenses and increased net railway 

sirin, A operating income accordingly. 

time Finance No. 3931, South Buffalo Railway Co. excess in- 


Y.¢ come. Tentative recapture report of the Commission, division 
"Se. 1, Amount recapturable, $108,633.02, distributed as follows: 

0 a 1921, $5,050.80 on valuation of $1,850,000; 1922, $103,582.22 on 
> TF uation of $2,050,000. 
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box 

ne in PETITIONS FOR REHEARING, ETC. 

Dloy. No. 24045, and Sub. 1, S. S. Pierce Co. vs. B. & A. et al. De- 


1 the fendants ask rehearing and reconsideration hereof. 
No. 25135, Part 2, Arkansas, Increases in Intrastate Freight rates. 
'y be Southern Kraft Corporation asks that modification of findings herein 
nent. shall be made permitting exemption of pulpwood moving intrastate 
| the within Arkansas from application of surcharges and that Commission 
shall — such other and further findings as to it shall seem reason- 
able and just. 

No, 19501, John Arko et al. vs. A. T. & S. F. et al. Complainants 
ask the Commission to reconsider petition of March 29, 1929, and to 
grant reopening for reconsideration and if necessary reargument on 
record therein. 

ther No. 14771, John Morrell & Co. et al. vs. N. Y. C. et al. C. R. I. 
heir & P., one of the defendants herein, asks amendment of order for 
reparation entered on March 11, 1929, by striking out and eliminating 


the therefrom the certain items to which specific reference hereinafter 

sion. is made. 

ding No. 23975, North Packing & Provision Co. et al. vs. C. R. Il. & P. 
: etal. C. R. I. & P., one of the defendants herein, asks reconsidera- 

this tion of the decision herein 

The No, 24252 and Sub. 1, George K. Hale Manufacturing Co. et al. vs. 


A. & Y. et al., and No. 24172, Carolina Button Corporation vs. A. A. 
et al. Defendants have filed a second supplemental petition for re- 
7 opening and reconsideration. 

ting No, 16327, Texas Portland Cement Co. vs. A. W. et al. Defendants 
lent ask for authority to publish rates on cement, C. L., from Dallas, Tex., 
to points in Oklahoma and to certain points in Texas via interstate 
routes that will correspond to rates now published from Dallas to 
Arkansas and Louisiana destinations. 


has No. 17000, part 2, rate structure investigation. western trunk line 
the class rates, and Ex Parte 87, Sub. 1, class rates within western trunk 
ces, line territory. Transcontinental respondents have filed a ny ee enn 
of petition to reopen, rehear and modify the report and order herein and 
Ted grant certain temporary and other relief. 
| in No. 23911, Rates on fertilizers and fertilizer materials within the 
nts state of Mississippi and within the state of Louisiana east of the 
. of Mississippi River. The Illinois Central, Yazoo & Mississippi Valley, 
and Gulf & Ship Island ask for modification of the Commission’s 
eet order herein to permit the establishment of certain reduced rates on 
ject manufactured fertilizer within Mississippi to meet truck competition. ~ 
; of No. 25586, Huntsville Fiber & Veneer Works vs. A. & R. et al. 
ap- AT. & S. F., G. C. & S. F. and P. & S. F. ask that complainant be 
cal required to make complaint definite and certain. 


di- No. 25378, Shelbyville Harness Co. vs, I. C. et al. Defendants 
jor ye em of complaint on ground that it is barred by the statute 
of limitations. 


to No. 25556, State Terminal Co., Ltd., et al. vs. A. T. & S. F. et al. 
the Defendant, Southern Pacific Co., asks Commission to strike from its 
en files or dismiss the complaint of complainants because the same states 


no cause of action whatever. 

No. 23606, Memphis Freight Bureau, for Binswanger & Co. et al. 
vs. Louisiana Railway & Navigation Co. et al. Defendants ask vaca- 
tion or modification of Commission’s order on. July 18, 1931. 

‘No. 13535, Corporation Commission of Oklahoma vs. A. & R. et al. 


ne. and associated cases, and Fourth Section Orders Nos. 9500 and 9600. 
1. Southwestern lines, defendants herein, by F. A. Leland, chairman, 
05 Southwestern Freight Bureau, ask for extension of date as fixed 
, in supplemental orders of June 16 and July 20, 1932, in these proceed- 
al- ings and fourth section orders, nine months beyond January 10, 1933. 
of 
1 TURMOIL IN COAL RATES 
“4 i By means of a supplemental order in No. 25566, rates on 
1, bituminous coal within the state of Ohio, the Commission has 
yn extended the scope of that proceeding so as to cover changes 
0, im rates ordered by the Ohio commission subsequent to the 
: creation of the inquiry by the order dated October 3. In addi- 
y lion to extending the scope the Commission has changed the 
time of the initial hearing at Columbus, O., before Examiner 
ly R. N. Trezise from November 5 to December 5 so as to afford 
4 an opportunity to interested parties to prepare themselves for 
8 the Wider hearing required by the inclusion of the more recently 


| ordered rates of the Ohio commission. 

, After the institution of the inquiry by the federal body the 
Ohio commission has ordered reductions to northeastern Ohio, 
iM Which typical destinations are Cleveland, Lorain, Huron, 
Akron, Orrville and Rocky River, so as to bring down the rates 
from the Cambridge, Crooksville, Hocking and Pomeroy dis- 
tricts in line with the initial revision from Ohio No. 8, which 
Precipitated the situation with which the federal body is deal- 
ing. The most recent order of the Ohio commission, dated 
October 18, required the New York Central to make rates from 
, = Pomeroy district, on not less than one day’s notice, not 
: ater than October 28, lowered in the same number of cents as 
7 those from No. 8 district, the new rates, in each instance, to 
' Tecognize the long prevailing origin district differentials. 
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SUGAR FIGHT RENEWED 


The Traffic World Washington Bureau 


Shipper testimony backing up the allegations of the carriers 
about the large losses of sugar traffic by them to trucks and 
barges was given by Jacob Moog, senior vice-president of God- 
chaux Sugars, Inc., refiners of sugar in the New Orleans district. 
He testified after M. M. Emmert, of the Coca Cola Co., had put 
into the record exhibits showing prices and other data pertaining 
to sugar. The exhibits submitted by Mr. Moog showed not only 
the losses by the railroads of traffic which was originated by 
the Godchaux refinery but also the name of the barge lines 
which carried sugar, the destinations of such shipments, the 
rates and other costs for the water transportation. Data were 
also given as to shipments by truck to the destinations so served 
and the rates paid to the trucks. 

One exhibit shows that in 1929 Godchaux sugar shipped by 
the federal barge line amounted to 203,466,762 pounds constitut- 
ing 43.7 per cent of the total shipments of the company. In 1930 
the amount shipped by federal barge line was 122,094,817, or 
31.43 per cent. In 1931 the shipments by the federal barge line 
weighed 200,257,032 pounds, or 45.4 per cent, and in the first nine 
months of 1932 the Godchaux shipments by the federal line 
totaled 201,923,472 pounds, or 66.79 per cent. In 1929 shipments 
by watercraft, other than the government line, weighed 11,638,396 
pounds, or 2.5 per cent; in 1930 they weighed 17,386,651 pounds, 
or 4.47 per cent; in 1931 they weighed 18,506,818 pounds, or 4.2 
per cent and in the first nine months of this year 44,547,516 
pounds, or 14.74 per cent. 

Godchaux sugar moved by rail in 1929 to the amount of 
247,348,437 pounds, or 53.13 per cent; in 1930, 245,651,633 pounds, 
or 63.22 per cent; in 1931 the shipments weighed 214,429,185 
pounds, or 48.62 per cent and in the first nine months of this 
year only 43,151,073 pounds, or 14.27 per cent. 

In 1929 Godchaux Sugars, Inc., shipped 2,379,252 pounds or a 
little more than one-half of one per cent by truck; in 1930 the 
company shipped 2,607,551 pounds or .067 per cent; in 1931 the 
shipments by truck totaled 7,435,615 pounds, or 1.68 per cent; 
and in the first nine months of this year the shipments weighed 
12,311,018, or .407 per cent. 

Another exhibit shows that in the period from March 24 to 
October 20 of this year Godchaux Sugars, Inc., shipped to Mem- 
phis by privately owned barges 1,448,900 pounds of sugar at a 
total delivered cost of 18 cents a 100 pounds. In the same period 
that company shipped 5,081,237 pounds to St. Louis at a total 
cost of 23.1 cents a 100 pounds. In the same period it shipped 
5,579,206 pounds of sugar also to St. Louis by a different 
barge line at a total cost of 24.89 cents a 100 pounds. 

Another exhibit shows shipments by truck in the period be- 
tween June 5 and October 7 of this year from St. Louis and 
Cape Girardeau, Mo., to points in Illinois at rates varying from 
7 cents a 100 pounds to 19 cents a 100 pounds, that high rate 
being on 30,000 pounds sent to Aleda. Other rates shown in 
that exhibit are 17 cents to Danville, 14 cents to Bloomington, 
Decatur, and Springfield. 

Promise of a nation-wide fight on rates on sugar, a prob- 
ability in the background from the time Examiner Disque began 
hearings in I. and S. No. 3814, sugar from Gulf and south At- 
lantic points (see Traffic World, October 29) was emphasized 
on the fourth and fifth days of the hearing, Robert E. Quirk, 
attorney for Ohio, Michigan and Indiana sugar beat interests, 
supplied the emphasis by moving that the Commission sus- 
pended the reductions proposed by the New England and trunk 
line territory railroads, grant the request of the transcontinental 
railroads for a reopening of the proceeding in which they sought 
permission to intensify their competition in the midwest and 
bring Ohio, Michigan and Indiana rates into a general pro- 
ceeding. 

Southern railroads objected to the delay they insisted would 
result from such a general proceeding. W. N. McGehee, attor- 
ney for the Southern, said that such an enlargement of the 
proceeding would be the same as a denial of the right of the 
southern lines, in the manner proposed in the tariffs under sus- 
pension, to make an effort to increase their revenues by the 
making of rates that would give them an opportunity to regain 
some of the sugar traffic from the unregulated water lines and 
trucks. 

Harry C. Ames, representing the Mississippi Valley Barge 
Line, asked Elmer Smith, attorney of the [Illinois Central, if it 
was his position that the Commission could dispose of the case 
created by the tariffs of the southern lines without considering 
sugar rates in other parts of the country at the same time. Mr. 
Smith said that under present conditions the Commission could 
and should dispose of the matter in hand as a proposition 
standing by itself, on account of the urgency of the financial 
needs of the carriers that had lost their sugar traffic to the 
unregulated carriers. Mr. McGehee said that time was the 
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very essence of the matter because the carriers were not earn- 
ing their fixed charges but were living on borrowed money, a 
condition which he suggested could not continue for another 
year. 

The transcontinental lines, speaking through George H. 
Muckley, said that they had no objection to what the southern 
carriers were proposing, but that they had asked for reconsid- 
eration of their fourth section application so as to enable them 
to make rates on sugar for their shippers that would enable 
the carriers to meet competition where it existed without sac- 
rificing revenues at intermediate points. Western trunk lines, 
which had protested against the reductions proposed by the 
southern railroads, indicated in the more or less informal dis- 
cussion of the situation made apparent by the motion of Mr. 
Quirk that they were opposed to the tariffs when filed, because 
of the disruption of the relationship of rates. 

Examiner Disque, in answer to Mr. Quirk, suggested that 
the Commission could not know what it should do with regard 
to the rates filed by the eastern carriers unless and until re- 
quests for suspension were filed with it. Mr. Quirk said that 
the Commission could suspend the tariffs of the eastern car- 
riers upon its own motion and also that the Commission, by 
merely looking at its own reports in sugar cases, could know the 
inter-relation of the sugar rate structure throughout the coun- 
try. However, he added, he said he expected his clients to 
place before the Commission a formal request for suspension 
about November 1. 

After the views of the western trunk lines had been pre- 
sented by L. E. Kipp, assistant chairman of their association, 
Joseph G. Kerr, of the Louisville & Nashville, presented data in 
support of the proposal of the southern lines as well as an his- 
torical background for the sugar rate basis in effect before the 
government took over the railroads for war purposes and placed 
heavy increases on the sugar rates. 


In the fencing between Mr. Ames over the proposition of 
the southern lines that they wanted a fair share of the sugar 
traffic and had made rates they thought would restore some of 
it to them, Mr. Kerr said that the L. & N. had never been 
satisfied with any diversion of traffic from the railroads. He 
said, “We have always been dissatisfied with any conditions 
forcing us to surrender any traffic to a carrier subsidized by 
the government under conditions of the most unfair competi- 
tion.” The rates proposed by the southern lines, he added, 
represented their best judgment as what was necessary to 
bring a fair share of the traffic back to the railroads. This, he 
admitted, was the first heavy reduction in rates since the war 
period. Answering questions, he said that a 56-cent rate from 
New Orleans to St. Louis was too high to move the traffic; too 
high to reflect the present conditions surrounding the sugar 
traffic. The proposed rate is 30 cents, including the emergency 
charges. Conditions, he added, had become critical. There- 
fore, he said, the southern lines did not ask for fourth section 
relief to protect the sugar rates at intermediate points. <A 
fourth section case, he said, would take up too much time. 
By any test, Mr. Kerr insisted, the proposed rates, in view of 
conditions, were more reasonably compensatory. 


In the resulting discussion of reasonable, maximum reason- 
able and less than reasonable minimum rates, Mr. Kerr, in 
answer to a question by Frank Lyon, attorney for the Lucken- 
bach line, asserted that there were barge lines that had made 
rates less than the out-of-pocket cost of the service performed 
and that “we proved that to the satisfaction of the Commission.” 
The witness was not asked to name the barge line and he did 
not volunteer its name or specify the rate or rates. 


Speaking of the joint rates the railroads were compelled to 
make, Mr. Kerr said it was not fair to the railroads or to the 
public to force the railroads to join in rates with “a barge line 
that pays no taxes or anything for the upkeep of the right of 
way.” 

Among the declarations made by Mr. Kerr in his review 
of the history of rates and competition, one was to the effect 
that in 1896 there were many boats and barges on the Ohio and 
Mississippi rivers hauling sugar on rates comparable, consid- 
ering changes since then, with the rates now proposed. 

“It was not the rates we made,” said Mr. Kerr, “that run 
the boats of the rivers. If the river traffic is greater now than 
it was back in 1896, it is largely because the railroads have 
been forced to surrender their long haul to the subsidized barge 
lines.” He said that there were few, if any, joint rates in 
those days and the river lines were not able to send the traffic 
they carried from port to port any distance back from the 
rivers. 

The government barge line, a party to the proposed re- 
duced rates because of the joint rate arrangements compelled 
by the law, was brought directly into the picture that was 
being unfolded before Examiner Disque through the appearance, 
under subpoena, of L. D. Chaffee, its traffic manager, the 
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subpoena having been issued at the request of Mr. Ames, He 
submitted a compilation of sugar tonnage handled by the goy. 
ernment barge line in 1931 and the first nine months of 1939 
showing that last year the federal barge line handled 400,355 
tons of sugar and in the first nine months of this year 296 39 
tons, the vast bulk of which went to destinations in Illinois 
Last year Illinois got 146,083 tons via the barge line and jp 
the first nine months of this year 148,679 tons. Missouri was 
the next highest tonnage taker via the federal line, her takings 
in 1931 amounting to 30,464 tons and in the first nine months 
of this year, 17,111 tons. States other than Illinois, Indiana, 
Iowa, Kansas, Michigan, Minnesota, Missouri, Nebraska and 
Wisconsin received 174,124 tons in 1931 via the governmen 
barge line and 113,559 tons. The exhibit lumped the states 
other than those mentioned as “other states.” 

Mr. Chaffee figured that on the basis of the proposed rates 
the government barge line on the 1931 tonnage would loge 
$550,000, the reduced rates meaning that the present differep. 
tial of ten cents a hundred pounds in favor of the federal line 
would be cut to one-half that amount. Sugar, he said, consti. 
tuted 27 per cent of the grand total of traffic carried by the 
government line and 50 per cent of its northbound traffic. The 
net income of the barge line in 1931, he said, in answer to 
questions on cross-examination and not as voluntary testimony, 
was $289,756, the net of the Mississippi part of the government 
service having been $331,589. 

The fact that Mr. Chaffee was not a voluntary but a sub. 
poenaed witness was brought out when he took the stand, but 
in answer to questions by Mr. McGehee, the witness admitted 
that he had prepared data in anticipation of the serving of the 
subpoena about which Mr. Chaffee said he had been told before 
it was served. His exhibit showed P.G. Safford of the Mississippj 
Barge Line as the witness, but the showing of Mr. Safford’s 
name on the exhibit was explained as a mistake Mr. Safford’s 
force had made in preparing the document for Mr. Chaffee. 

Mr. Chaffee said that the “contract” barge lines had not 
taken much traffic from the federal line, the observation, ap- 
parently, being in answer to suggestions by railroad witnesses 
that the unregulated barge lines, that is, the lines not having 
joint rates with the railroads, had taken much of the sugar 
traffic. He said he did not know what effect the new rates on 
cotton had done to the federal line, adding, however, that while 
there were several barge lines in the cotton business last year 
there was now only one. In answer to a question by Mr. Ames, 
Mr. Chaffee said that if the differential between the all-rail 
and the barge-rail routes were reduced he assumed the barge 
line service would not be so attractive to the shipper, as he 
would not save as much. 


“What is your position, that the Illinois Central has been 
too hasty or that it has gone too far?” asked Examiner Disque. 
Mr. Ames said that he, had called the witness only to get data 
into the record and not to have him take a position. He added 
that he could explain now what deductions were to be drawn 
from the testimony if the examiner desired, but Examiner Disque 
did not pursue the matter. 


Answering a question by Mr. Quirk the witness said that 
he would prefer a higher rate even if the differential were only 
five cents, on account, as Mr. Quirk suggested, the amount of 
money in the government line’s treasury would be greater on 
the same volume of traffic. 


Testimony in support of the proposal was given for the 
Mobile & Ohio by J. I. Bonner, commerce agent of that line, 
and for the Southern Railway by E. R. Oliver, vice-president 
of that road, in charge of traffic. The latter devoted a con- 
siderable part of his testimony, particularly on cross examina- 
tion and redirect examination, to the federal government and 
other barge lines. The former, he said, had a way of making 
port-to-port rates much less than they would be if that trans- 
portation agency observed the so-called differential basis and 
then making it hard for other transportation agencies finding 
out what it was doing. Mr. Chaffee, in that respect, he said, 
was not as unsatisfactory as his predecessor. Mr. Oliver said 
the Southern had lost cotton, coal and iron traffic to the barge 
lines in addition to sugar. He enthusiastically subscribed to 
a proposition carried in one of Mr. McGehee’s questions that the 
Southern could make money in hauling sugar to the Ohio River 
for $140 a car, the revenue that would result from the proposed 
rate. He said he expected to get much of the sugar business 
back, admitting, however, that the eastern lines would naturally 
restore the relationship that would be impaired if the Commis- 
sion allowed the rates proposed by the southern lines to become 
effective. 

Paul M. Ripley, of the American Sugar Refining Co., asked 
the witness if that company or any representative of it had 
approached him or any other representative of the Souther? 
with a suggestion that the rates under discussion be published. 
Mr. Oliver said no such approach had been made. Mr. Ripley 
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gaid he asked that question on account of intimations that the 
cut was the result of the sugar company’s representations. 

Mr. Quirk suggested that the trouble of the railroads was 
not with the unregulated water lines but with the government 
line, but Mr. Oliver said that no matter whence the trouble 
came the differential was the umbrella held by the railroads 
under which the barge lines did business, and that that would be 
a continuing source of trouble. His thought was that the barge 
lines Were handling too much of the traffic and that the rail- 
roads proposed to get back some of it, adding that if the 
government line lost some business it would be “just too bad.” 
The witness said that the experience of the railroads was that 
the present level of rates caused shippers to go into the trans- 
portation business and that when one went others followed. 
He said that the government line was doing towing for the 
private lines. 

J. D. Beeler, vice-president and general manager of the 
Mead Johnson Terminal Corporation, with warehouses at Evans- 
ville, Ind., and handling traffic brought to it by barge line, sub- 
mitted exhibits showing truck movements from Evansville, ton- 
nage handled by the corporation to barges in the first eight 
months of this year, showing that sugar was the largest ton- 
nage item, totaling 25,706 tons out of a total of 54,025 tons, 
handled from barges; and that that corporation, from January 1 
to October 15, 1932, handled through its terminal at Evansville, 
4,195 tons of sugar that had been transported by the unregulated 
barge lines. The exhibit also showed that the rate on that 
sugar was 25 cents a hundred pounds and the handling charge 
was 3.5 cents a hundred. 

Witnesses and attorneys throughout the course of the hear- 
ing touched upon questions of divisions and the differential 
between the all-rail and the barge-rail rates on sugar. Examiner 
Disque more than once observed that this case did not cover 
either divisions or differentials. He also said, when there were 
suggestions that the Commission could stabilize the situation 
by prescribing minimum rates, that the Commission had not 
the power to establish minimum rates when one of the parties 
to a joint rate was a carrier by water. 

Every railroad man who touched upon the subject said that 
a differential of ten cents on the traffic in question was too 
high. Mr. Oliver suggested that a difference of 2.5 cents would 
be enough to assure the carriers by water a fair share of the 
business. Mr. Quirk suggested, interrogatively, that a differ- 
ential of five cents, based on a level considerably higher than 
the one proposed, would be better for all concerned than a dif- 
ferential of five cents on the proposed level. Some of the wit- 
nesses agreed with him. 

Ray Williams, of Cairo, Ill., asked for a retention of the 
relationships, after which Mr. Costley was recalled for cross 
examination, attorneys for the water lines asking him about 
the takings attributed to such transportation agencies as if 
later they intended to make the point that the railroads were 
a a loss of traffic by barge lines of the unregulated 
sort. 

W. N. Adams, executive agent of the Louisiana & Arkansas 
at New Orleans, testified that that road, serving four impor- 
tant refineries in the Louisiana district, suffered a loss of sugar 
traffic revenue in the first nine months of 1932 in comparison 
with the corresponding period of 1931 of 66.43 per cent. 

M. W. Thomas, assistant general freight agent of the Cen- 
tral of Georgia, in supporting the proposal of the southern 
lines, submitted an exhibit, among others, showing the blanket- 
ing of a rate of 28 cents on sugar originating at Savannah, Ga., 
from Macon, Ga., 191 miles from Savannah, to Chicago, IIl., the 
latter 1,145 miles from Savannah. Being based on a minimum 
of 80,000 pounds, the car revenue to each of the blanketed 
points was shown to be $224. The car-mile yield was shown 
as ranging from 19.6 cents to Chicago and 117.3 cents to Macon. 
In answer to Mr. Cotterill, the witness admitted that he could 
not recall any such wide blanketing of a rate. 


Testimony that might be regarded as an argument in favor 
of a stabilization of the sugar and transportation industries was 
given by Paul M. Ripley, traffic manager of the American Sugar 
Refining Co. That testimony showed that that big refining 
company was now using the railroads from its New Orleans 
Plant to the extent of only a little more than 14 per cent of 
the total volume of traffic and then largely to make hurried 
shipments to various points where the sorts of sugar on hand, 
for one reason or another, had got out of balance. 

In answer to a question by Mr. Ames, representing the reg- 
ulated barge lines on the Mississippi and Ohio Rivers, Mr. 
Ripley agreed that the situation, which he had said was one of 
chaos, was due in a considerable extent to high freight rates, 
to the unregulated water lines and to a considerable extent to 
the ten cent differential in the rail-barge rates in favor of the 
federal barge line. 

One of the points made by Mr. Ripley was that the general 
Public could not expect to get any benefit from the reductions 


The Traffic World 


PAGE 873 


made in the prices of sugar to meet the disturbances in the 
price structure created by the incursions of the unregulated 
barge and truck into a given territory. He pointed out that 
what had to be absorbed at one point would have to be re- 
couped at another if the well established concerns were to re- 
main in business. 

iis plea in support of the proposal of the southern lines 
was that the country needed tne estabiished agencies or trans- 
portation. His company, he said, haa gone through periods ol 
car shortage and other disarrangements of transportation, anu 
indicated that it did not like it. frankly, he said, his company 
had favored the established regulated agencies and desired to 
continue using them but that it could not always avoid the use 
of the disturbing elements when rates made by the unregulated 
agencies caused discriminations among its customers that could 
not be ignored. He cited one instance in particular when his 
company was advised, less than a week before he gave his 
testimony, that one of the company’s old customers at Mays- 
ville, Ky., had had his market taken from him by a Cincinnati 
jobber using the unregulated agencies. 

The witness charged that the unregulated water lines op- 
erating on the Hudson River, Erie Canal and Great Lakes 
did not “protect” the rates that were quoted but cut under 
them in the Chicago market. His charge was that Mr. Cot- 
terill’s clients were not protecting a 35 cent rate from the east 
to Chicago but were making a 30 cent rate while giving the 
impression that they were protecting, that is, maintaining a 35 
cent rate. As authority he cited letters which he said Mr. 
Emmert, traffic manager of the Coca Cola Co., had shown him 
but which he said Mr. Cotterill had not requested Mr. Emmert 
to put into the record. Mr. Cotterill protested that he was not 
to blame for Mr. Emmert’s failure “to make good” on what he 
had said, by producing the letters. 

Examiner Disque said that it would be better to have the 
letters than to have a witness purport to say what they con- 
tained and indicated that he did not care about anything further 
on the subject. 

Mr. Ripley put into the record a mass of figures showing the 
loss of traffic by the railroads to the water lines, the substance 
of which may be judged from the declaration that the rail lines 
in the first nine months of this year got only a little more than 
14 per cent of his company’s shipments from New Orleans. In 
answer to a question by Mr. Quirk he expressed the opinion 
that some of the business would go back to the rail lines if 
the differential in favor of the federal barge line were de- 
creased. He was cautious on that phase of the subject, point- 
ing out that his company had not made any promises to the 
railroads as to what they might expect as a result of their 
moves to meet the competition of the water lines. He said his 
company had protected the established lines at cost to itself, 
mentioning in particular the lines on the Great Lakes such as 
the Great Lakes Transit Corporation, the Detroit & Cleveland 
and Buffalo & Cleveland, but he indicated that such a situation 
could not continue indefinitely. 

On cross examination he said that his company did not 
want to go into the transportation business, adding that in his 
opinion there were already too many lines on the Ohio and 
Mississippi. In bringing his direct statement to a conclusion, 
Mr. Ripley said: 


While we believe that the rates published in these tariffs (of the 
trunk and C. F. A. lines) are not sufficiently low to return to the 
rails, business to the port Cities, although they will return some of 
the traffic, we do believe that the tremendous volume of business 
that is now being handled by the unregulated water transportation 
a to the ports, thence trucked inland, will be restored to the rail 

nes. 

We believe that if the Commission permits the rates here under 
investigation to become effective, that a material volume of the ton- 
nage being moved by the unregulated water carriers on the Mis- 
sissippi and Ohio Rivers will be returned to the southern carriers, and 
that it will restore to them some of the traffic which has been di- 
verted to the unregulated water lines operating from New York. 

Our company has made no promises to the rail carriers that the 
proposed rates will take the tonnage. We have frankly stated that 
we hope that a material volume may be restored to the standard lines, 
but that if materially lower rates are established by the unregulated 
agencies we will be forced to avail ourselves of them to the extent 
that they can be used, taking into consideration delays, transhipping 
and other disabilities incident to water movement. 

If the Commission permits the rates proposed to become effective 
we believe they will stabilize the marketing of our products, to the 
material benefit of all distributors of sugar, wholesalers, jobbers and 
retailers, and will eliminate to a very large extent the chaotic condi- 
tibns which now exjst, most of which are directly attributable to 
unregulated transpoftation agencies. 


In an exchange between John J. Esch, former commissioner 
and representative of the Mississippi Valley Association, Mr. 
Ripley made the point that the southern railroads had kept the 
Mississippi valley in competition with the north and east. He 
suggested that if the valley, in its support of river transporta- 
tion, crippled the southeastern railroads, it would find itself at 
an insuperable disadvantage in competition with the north and 
east in the markets in the upper Mississippi valley. 
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W. W. Tommins, traffic manager of the Savannah Sugar 
Refining Corporation, favored the reduced rates. Savannah, he 
said, should be on a parity in rates with New Orleans to Chicago. 

L. W. Childress, president of the Mississippi Valley Barge 
Line, expressed doubt as to whether the barge line could live 
upon the divisions it would receive out of the proposed rates. 
In answer to Mr. Ames he said he had not found it necessary 
to reduce the rate on sugar to St. Louis to meet the competition 
of the unregulated lines, the Mississippi Valley line being in 
the category, which, in this hearing, has been called the regu- 
lated lines. Were he to reduce his rate to St. Louis to 24 cents 
(80 per cent of the proposed rate to Chicago in accordance with 
the so-called 80 per cent formula) he said his rate would be 
lower than the rate of the unregulated lines plus costs that 
are not contained in the rates of the unregulated lines. 

Also in answer to questions by Mr. Ames, Mr. Childress said 
he had no objection to the regulation of the port-to-port rates 
of water lines. 

“I go further than that,” he added, “and advocate regula- 
tion. The railroads have known my position on that question 
for the last two years.” 

He said it was his position that at the present rates the 
barge lines could obtain a fair amount of the traffic. 

In answer to a question by Mr. Smith of the Illinois Cen- 
tral as to whether he thought the railroads should keep up their 
rates so as to enable the barge lines to make a profit, the 
witness said he did not think it was good business for anyone 
to give up a dollar so as to obtain sixty cents. His sugges- 
tion was that if the regulated barge lines could stand the compe- 
tition of the unregulated lines, the railroads should be able to 
stand the competition of the water lines generally. He would 
not assent to a Smith proposition that he (Childress) thought 
that the railroads should stand the losses they had sustained. 
His thought was that it was not fair for the railroads to reduce 
their rates on commodities which the barge lines handled in 
large quantities. But he would not agree to the proposition 
that he thought the railroads should hold up their rates so as 
to enable the barge lines to make a profit. 

Examiner Disque ruled out a question asked by Mr. Kerr 
as to whether it had been shown that the federal barge line 
could haul freight at substantially less cost than the railroads. 
Mr. Ames objected to the question as being beyond the scope 
of the witness’ direct testimony and the examiner said it was 
not a proper question. 

In behalf of New Orleans organizations, Edgar Moulton, of 
the New Orleans Joint Traffic Bureau, commended the action 
of the southern carriers in filing the sugar tariffs under sus- 
pension, adding that he hoped other reductions would follow. 
Rail carriers, he said, could not hope to regain traffic to points 
in the Mississippi valley without material reductions in their 
rates. He also said he fully concurred in the proposal to re- 
store the relationship of rates on sugar that formerly existed 
between New Orleans on the one hand and eastern or north 
Atlantic shipping points to the middle west, on the other. As 
to the level of the rates, he said he had no views. Nor had he 
any views as to the proper differentials or spreads in the rates 
via the railroads and via the water lines. 


Answering a question by Mr. Quirk, Mr. Moulton assented 
to a suggestion for a contemporaneous revision of rates on 
sugar from the eastern shipping points. When Mr. Ames 
wanted to know whether the witness thought there should be 
any limitations on the downward revision of rates by the rail- 
roads, Mr. Moulton said that Mr. Ames’ question went to the 
level of the rates, which, he said, was the problem of the Com- 
mission. But he said he would not approve rail rates so low 
as to put water carriers out of business. He also said no 
when Mr. Smith wanted to know whether rail rates should be 
kept so high as,to put the railroads out of business. 


T. H. Burgess, attorney for the eastern trunk lines, brought 
up the question of relationship, eastern shipping points of sugar 
to Chicago in comparison with New Orleans to Chicago. Mr. 
Moulton said that the relationship of rates on sugar from Balti- 
more to Chicago and from New Orleans to Chicago was thrown 
out of line last December when the eastern class rates became 
effective. New Orleans, he said, claimed and insisted that 
there should be a parity instead of, as now, a five cent spread 
in favor of Baltimore. When Mr. Burgess referred to the dif- 
ference in distance in favor of Baltimore, Mr. Moulton said he 
never had and never would regard mileage as the controlling 
fact in the making of rates. 

Attorneys Ames and Smith fell into an argument about the 
matter when Mr. Ames suggested to Mr. Smith that if the lat- 
ter wished to stand before the Commission in the attitude of 
having made a rate of 28 cents from New Orleans to St. Louis 
to meet water competition when the barge rate was 40 cents, it 
would be all right with him. 

“The evidence shows,” retorted Mr. Smith, “that the rate 
of the unregulated barge lines ranges from 21 to 23 cents and 
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you (the regulated barge lines) too will lose business to them, 
as we have to both classes.” 

A statistical foundation for the fight of the regulated cg. 
riers by water against the proposal of the southern Carriers 
based on the theory that the railroads had cut too low, wag laid 
by Phil G. Safford, assistant to the president of the Mississippj 
Valley Barge Line. He introduced forty exhibits to show, among 
other things, the relatively small takings of the barge lingg jp 
comparisons with the traffic of the railroads. One of his exhibits 
for instance, showed that in 1931 the Mississippi Valley line 
moved only 48,126 tons of sugar while the Illinois Central moveq 
699,111 tons. That exhibit also showed that in that year the 
barge line moved 7,588 tons of manufactures and miscellaneous 
while the Illinois Central moved 1,339,787 tons. The commodj. 
ties covered by that exhibit are those covered in I. C. C. account 
No. 32100. 

Before he presented his exhibits, Mr. Safford, in answer to 
questions by Mr. Ames, said that the lowest rate by barge from 
New Orleans to St. Louis was 22 cents “free to barge.” Other 
expenses in connection with that rate, he said, were about 10 
cents a hundred pounds. To Cincinnati the lowest unregulated 
barge rate he had encountered, he said, was that of 22 cents, 
plus 8 cents for handling and plus 50 cents a ton for other serv. 
ices, made by the American Barge Line, which in September of 
this year, he said, had received a certificate of convenience and 
necessity from the Commission. The Mississippi Valley line 
rate, he said, was 42 cents on which it afforded weekly service. 
He said that the third of three shipments by an unregulated 
barge line, started from New Orleans about September 9, had 
not yet arrived. 

In answer to other questions by Mr. Ames, Mr. Safford said 
that there was no mystery about the Mississippi Valley line’s 
port to port rates and that the railroads had obtained them every 
time they had asked about them. About the towing of barges 
by private transportation agency power he said that the Car. 
negie Steel Co., and Jones & Laughlin had towed barges for 
the unregulated lines but had stopped that part of the business. 
He said that the competition of the unregulated barge lines was 
more effective at the ports than at interior points because such 
barge lines had no joint rates into the interior. 

Transit storage on sugar, he said, was essential in the barge 
line service. 

Beet sugar interests of Michigan, Ohio and Indiana, under 
the direction of Robert E. Quirk, opposed the proposed rates, 
claiming that the proposed reduction would force the _ lower. 
ing of their prices in central territory by reason of the rates 
bringing New Orleans sugar to Ohio and Mississippi River mar- 
kets at lower transportation cost. Their spokesman was F. L. 
Crawford, vice-president of the Michigan Sugar Co. He recited 
facts to show the serious condition in which he claimed the 
beet industry in that part of the country found itself by reason 
of the depression and other adverse facts. Among the latter, 
he said, was the refusal of the central territory lines, until 
a few weeks ago, to reduce their rates on beets into the fac- 
Trucks and agreements between the 
sugar mills and the beet growers, he said, had enabled the in- 
dustry to operate more mills this year than last. These pro- 
posed rates, he said, would force down his prices because sugar 
prices were based upon the price of raw sugar at the ports, 
the cost of refining and the lowest freight rate to a given 
market. 


Mr. Crawford said that the beet interests for which he was 
speaking had not paid any attention to disturbances in the 
Evansvlle, Ind., market about which there had been railroad 
testimony in this hearing. In answer to Joseph G. Kerr, he 
said some attention probably would have to be given to it if 
the disturbance became great enough to warrant action on the 
part of the best sugar people. He estimated that the reduced 
rates of the southern railroads would cost the interests for 
which he was speaking a loss of at least $250,000. 

Treating cross examination of witnesses as to their views 
on the question of spread between rail and water rates as tend- 
ing, if not intended, to delay consideration of the issue presented 
by the southern railroads, Mr. Smith, attorney for the [Illinois 
Central, on November 3, protested against efforts, as he said, to 
delay this matter while Mr. Cotterill made efforts to end @ 
“Kilkenny cat fight” among the water lines. That, he asserted, 
was an impossibility. The situation presented by the southern 
lines, he said, was critical and required early treatment by the 
Commission, without regard to what the eastern railroads or the 
water lines were endeavoring to do. He objected to efforts to 
tie together the proposal of the southern carriers, the move of 
the trunk and central territory lines and the water lines on 
account, as he contended, of the injustice that would be done 
to the southern lines. The latter, he said, had shown why they 
deemed it necessary for them to make the proposals they had 
put forward and shown the necessity for expeditious handling. 
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This objection was “off the record” although it was in 
‘answer to the implication in Mr. Cotterill’s questions to V. K. 
Raymond, traffic manager of the National Sugar Refining Co., 
that there was no reason for the southern lines’ efforts, in their 
proposed rates, to meet the effect of water competitive rates 
from the east because the season of navigation was nearly at 
an end. The Cotterill suggestion, in questions, was that the 
rice of sugar in the Chicago and other markets then would 
go back to the railroad rate basis. 

Mr. Raymond had no objection to the proposal of the south- 
ern carriers on a 60,000 pound minimum. His thought was that 
they had gone too far in making a 28-cent rate, plus two cents 
emergency charge, on an 80,000-pound minimum from New Or- 
jeans to Chicago. Another idea was that the spread between 
the two classes of rates was too great and gave the water lines 
too great a share of the business. In answer to a question he 
said he would not favor a disposition of the troubles in the rates 
from the east by having the water lines raise their rates so 
they would be ten cents less than the rail rates. He said the 
rail rates were too high and that he would have no faith in such 
a proposed relationship between the rail and water rates be- 
cause he believed that an adjustment of that sort would attract 
other transportation agencies into the business. 

Harry Wilson, chairman of the Trunk Line Association, said 
that the eastern lines had no objection to the 60,000-pound rate 
of the southern lines if simultaneously the eastern lines were 
permitted to make a reduction in their 60,000-pound rates to 
the basis of 25 per cent of first class from the north Atlantic 
ports. That, he said, would allow the eastern lines to have a 
rate from New York to Chicago 2.5 cents higher than the rate 
from New Orleans to Chicago on the 60,000-pound minimum and 
a rate from Baltimore to Chicago half a cent lower than the 
rate from. New Orleans. He said he did not believe Savannah 
should have a rate to Chicago as low as the rate from New 
Orleans to Chicago. His proposed adjustment, he said, would 
be in accordance with the agreement among the railroads fol- 
lowing the Commission’s decision in Sugar Cases of 1922, 81 
I. C. C. 448, a compromise, he said, in which each group of car- 
riers accepted less than it had hoped to receive. He made it 
plain that the chief objection of the eastern lines was to the 
rate on the 80,000 minimum. 

The hearing on the suspended schedules of the southern 
railroads was Completed on November 3, with cross-examination 
and brief rebuttal, the latter in behalf of southern carriers. 


As the hearing in I. and S. No. 3814, sugar from Gulf and 
south Atlantic points, was being completed, Edgar Moulton, for 
the New Orleans Joint Traffic Bureau, filed a protest asking for 
the suspension of the schedules of the eastern lines, effective 
November 16 and 25, proposing a downward revision of their 
rates from north Atlantic points to destinations in official terri- 
tory, to the basis of 25 per cent of the first class rates, estab- 
lished in the eastern class rate case. 


The New Orleans petition, which was on behalf of all the 
organizations and members thereof usually represented by the 
joint traffic bureau, except the American Sugar Refining Co., 
said it was not directed to the reasonableness or unreasonable- 
hess of the proposed north Atlantic rates. 


“All that we are seeking,” says the New Orleans petition, 
“is the non-widening of differences against New Orleans and in 
favor of Baltimore, as well as Philadelphia and New York, pend- 
ing disposition of I. and S. No. 3814. The Commission has full 
knowledge as to the importance of the affected territory as well 
as the character of competition that has always existed between 
the competing refineries, and we therefore deem it unnecessary 
to detail the same.” 


VOTING MACHINES FOR PHILADELPHIA 


If arrangements click, Philadelphians will be able next week 
to vote by means of railroad-carried voting machines. The 
Commission has given Tariff Agent Jones sixth section permis- 
sion under his application B-3862 to establish a rate of 84 cents, 
mininum 20,000 pounds, subject to Rule 34, on such aids to 
the exercise of the franchise, on one day’s notice, from James- 
town, N. Y., to Philadelphia. 

The application was based on allegation that if the rail- 
Toads made such a low minimum the machines would move by 
rail, otherwise by motor truck. The latter, the Jones applica- 
tion said, had offered to take the machines at the proposed 
Minimum weight instead of insisting on the regular second 
— minimum, second class being the rating on voting ma- 
chines. 

Publication of the reduced minimum will anticipate a re- 
duction in the minimum for voting machines already decided 
upon by the official classification committee. Jones said that 
that committee would be unable to publish the proposed re- 
duced minimum in time to be available for the transportation 
of the machines needed by the Philadelphians. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Washington, S. D.) Determination 
of state legislature’s intent is primarily for state’s courts. 
(Cobb vs. Department of Public Works, 60 Fed. Rep. (2nd) 631.) 

Evidence as to whether furnishing of liability insurance by 
autobus common carriers for passengers’ protection added to 
cost of furnishing insurance for public’s protection held un- 
necessary; presumption being that such insurance is not 
gratuitous (Rem. Comp. Stat. Wash., Sec. 6391.)—Ibid. 

Commerce is interstate or intrastate by virtue of relation 
of carriege to states, not status of carrier as common or private 
i art. 1, Sec. 8, cl. 3; Rem. Comp. Stat. Wash., Sec. 6394). 
—Ibid. 

Interstate Commerce Act does not apply to interstate com- 
merce by motor vehicles (49 USCA, Sec. 1).—Ibid. 

Federal court should follow state Supreme Court’s con- 
struction of state statute, but must determine validity thereof 
for itself.—Ibid. 

State statute, requiring owners of auto transportation com- 
panies to procure liability insurance for all persons injured 
because of their negligence, including passengers, held invalid 
as imposing burden on and interfering with interstate com- 
merce (Const., art. 1, Sec. 8, cl. 3; Rem. Comp. Stat. Wash., Sec. 
6387 (d), 6391).—Ibid. 





(District Court, E. D. Virginia.) Motor carrier whose 
license fees unaccompanied by certificate were refused, could 
not have injunction to restrain motor vehicle director from 
arresting operators (Code Va. 1930, Secs. 2154 (39) b-2154 (39) 
gl; Acts Va. 1930, c. 419, Sec. 7). 

Amended bill, in which only the director of the division of 
motor vehicles was made a defendant, alleged that complainant 
had been endeavoring to.secure a certificate from the State 
Corporation Conimission, and that it had offered to pay the 
defendant the required tax and license fees, but that he re- 
fused to receive the same and had notified the complainant 
that operation without payment of license fees would be fol- 
lowed by arrest. The bill, however, failed to challenge any 
statute as unconstitutional, or to show that illegal, arbitrary, 
or unconstitutional enforcement of valid statute was threatened, 
since director was required under Code Va. 1930, Secs. 2154 (39) 
b-2154 (39) gl, to arrest persons operating motor vehicles and 
busses without certificates, licenses, and tags, and since director 
had no authority to issue licenses and tags unless application 
was accompanied by certificate, as provided by Acts Va. 1930, 
c. 419, Sec. 7.—Ibid. 





(Circuit Court of Appeals, Eighth District.) Common car- 
rier’s duly published tariff rules and charges cannot be modi- 
fied or abrogated by waiver or estoppel. (Northern Pac. Ry. 
Co. vs. Van Dusen Harrington Co., 60 Fed. Rep. (2) 394.) 

Law questions, determined on former appeal, are law of 
case on second trial and appeal, if evidence was substantially 
same on both trials, unless former decision is clearly erroneous 
and unjust.—Ibid. 

Decision on former appeal that railway company’s rule, re- 
quiring notice to consignee of location of hold tracks, on which 
cars of grain are placed, was not complied with, held law of 
case on second appeal.—lIbid. 





(Circuit Court of Appeals, Eighth Circuit.) Jones’ tariff, 
containing formula for constructing combination rates for par- 
ticipating carriers, held inapplicable to participating carriers 
which did not concur therein. 

Jones’ Tariff No. 228, I. C. C. No. U. S. 1, providing rules 
for constructing combination rates on commodities enumerated 
in tariff between points on railroads shown as participating 
carriers, is applicable to “all railroads shown, by appropriate 
powers of attorney or concurrences in tariffs referring to this 
issue, as parties to rates made subject to the rules embodied 
therein.” (Wheelock et al. vs. Walsh Fire Clay Products Co., 
60 Fed. Rep. (2nd) 415.) 

Construction to be placed upon promulgated tariffs, having 
force and effect-of statutes, is governed by same rule applicable 
to any other disputed document.—Ibid. 

Where shipments are interstate, carrier is required to col- 
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FARM _RE 


OLITICAL orators the country over have been talking “Farm 
Relief”. Day after day, it has been discussed over the radio 





and through the columns of the press. Each major political party 
has its own plan—but they all agree that ‘Farm Relief’ is neces- 
sary for the restoration of normal business conditions. 


But there is another “Farm Relief” plan—the railway’s pro- 
gram —that has neither been ballyhooed over the radio nor spread 
over the front pages of the newspapers. Yet it has played a 
most important part in weathering the economic storm and start- 
ing business on its upward trend. 


The Norfolk and Western's plan of “Farm Relief” is “Preci- 


sion Transportation”. It embraces an Industrial and Agricultural 






Department whose duty it is to give technical and practical advice 





to farmers. It includes sanitary livestock pens, spacious warehouses, 






thousands of pieces of modern equipment and the fast, efficient 






~ and economical transportation of farm products in the four directions 






of the compass. 






But Norfolk and Western “Farm Relief” is not for farmers — 
alone—it is relief from transportation worries for shippers and re- 





ceivers of farm products everywhere. Any Norfolk and Western 






representative, and there is one near you, will be glad to discuss 
this Norfolk and Western plan of “Farm Relief”. 
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lect and shipper is required to pay rates designated in appli- 
cable tariffs filed with Interstate Commerce Commission.—Ibid. 

Initial carrier of interstate shipment is without power, by 
making its tariff subject to formula provided in Jones’ tariff, 
to modify or amend applicable tariffs of connecting carriers.— 
Ibid. 

Interstate shipper is charged with notice of provisions of 
all applicable tariffs.—lIbid. 

Altheugh tariff of initial carrier of interstate shipments 
of fire brick was subject to Jones’ tariff containing formula 
for construction of combination rates, Jones’ tariff held inap- 
plicable where connecting delivering carriers collected freight 
charges and had not concurred in such tariff.—Ibid. 





(Court of Appeals of Kentucky.) Statute regulating opera- 
tion of busses is construed in interest of traveling public, not 
operator (Ky. St., Sec. 2731j-13). (Black Bus Line vs. Consoli- 
dated Coach Corporation, 52 S. W. Rep. (2nd) 712.) 

That defendant bus line, operating via termini of bus line 
of plaintiff possessing superior transportation right, trans- 
ported four injured passengers between termini held not to 
require visitation of penalty.—Ibid. 

Commissioner did not act arbitrarily in declining to revoke 
certificate ef defendant bus line, operating via termini of 
plaintiff’s bus line, for transporting passengers between such 
points in violation of plaintiff’s rights (Ky. St., Sec. 2739j-13).. 
—Ibid. 

Defendant bus line operating via termini of bus line of 
plaintiff holding superior transportation right held authorized to 
transport passenger on local bus coming into plaintiff’s terminus, 
and then boarding defendant’s through bus.—Ibid. 

Evidence showed that defendant bus line, operating via 
termini of bus line of plaintiff possessing superior transporta- 
tion right, had no deliberate purpose to violate plaintiff’s rights. 
—Ibid. 





Shipping Decisi 
pping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(Circuit Court of Appeals, Fifth Circuit.) Charter party 
must be considered according to intent of parties as manifested 
by whole instrument. (The Driebergen, 60 Fed. Rep. (2nd) 367.) 

Written notice to charterer of vessel’s arrival at each load- 
ing port was waived, as regards computation of dispatch money, 
where charterer had actual notice, and loading began after 
arrival.—Ibid. 

Where charter fixed beginning of lay days at morning after 
vessel’s arrival, lay days began on morning of following cal- 
endar day.—Ibid. 

Days saved, for which dispatch money was due under char- 
ter party providing for lay days, were lay days remaining un- 
used after completing loading.—Ibid. 

“Dispatch money” arises purely from contract, and is a 
premium paid charterer. by vessel for days saved that may be 
used in completing voyage.—Ibid. 

Charter party providing that charterers might finish loading 
on day steamer was cleared without counting it as lay day 
used, “neither shall it count for dispatch money,” requires that 
clearance days used for loading should be considered as lay 
days used, for purpose of computing dispatch money.—Ibid. 

“Weather working day” within charter party providing for 
lay days is day, otherwise a working day according to custom 
of port, on which weather permits loading.—Ibid. 

Failure to show custom of port with respect to ordinary 
working hours, or effect of rain during morning, prevented de- 
termination whether day was lay day within charter party pro- 
viding for pro rata computation of lay days.—Ibid. 

Demurrage and dispatch money should be calculated by 
hours and minutes, where charter provides for pro rata compu- 
tation for every part of day.—Ibid. 

Charterer under charter providing for dispatch money for 
lay days saved held entitled to dispatch money for intervening 
Sundays in lay day period saved.—lIbid. 





(District Court, S. D. New York.) Measure of damages to 
cargo was difference between market value of goods sound and 
value of goods damaged. (The Caledonier, 60 Fed. Rep. (2nd) 
562.) 

That commissioner permitted testimony showing actual mar- 
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ket value of bales in sound condition was higher than $100 helg 
not error, where he limited recovery for cargo damages to $19) 
per bale. 

The bill of lading limited valuation to $100 per package, ang 
the interlocutory decree limited recovery of damages to $10 
per bale.—Ibid. 

Under bill of lading limiting valuation of each bale to 
$100, allowance of 22% per cent, as cargo damage on each bale 
held error under evidence. 

Allowance of 221% per cent, as damage as to each bale was 
error, because evidence showed that percentages of damage jp 
the various bales covered a wide range, in that some were 
damaged almost 100 per cent, whereas others were as lew as 
5 per cent, and, under the bill of lading, vessel was liable to 
pay only the actual damage not in excess of $100 per bale; 
effect of averaging in such case being to increase amount which 
vessel should pay and to impair the benefit of its $100 limit 
on each bale.—lIbid. 

Allowance of interest in admiralty is discretionary.—Ibid. 

Shippers suing for..cargo damages held properly awarded 
interest, where they were not responsible for greater part of 
delay.—Ibid. 





(District Court, S. D. New York.) Damage to cargo by 
sinking of barge, which struck canal wall, held due to negligence 
of man operating steering device on second of four barges in 
tow headed by damaged barge. (Dreyfus vs. Hedger Transp. 
Co., 60 Fed. Rep. (2nd) 571.) 

Company carrying cargo by chartered tug and barges under 
produce exchange contract held liable for damage thereto by 
sinking of barge because of tug’s negligence; Harter Act being 
inapplicable (46 USCA, Secs. 190-195).—Ibid. 





(District Court, S. D. New Yerk.) Adjustment in New York 
of general average for cargo destined for Pacific Coast ports 
held not improper where bill of lading incorporated customs 
and usages of port of New York. (Kohler & Chase et al. vs. 
United American Lines, Inc., et al., 60 Fed. Rep. (2nd) 530.) 

That adjustment was made by company other than that 
originally named in average agreements held insufficient ground 
of objection.—Ibid. 

Cargo owners in libel for damage following adjustment of 
general average had burden to show fees of adjusters were 
excessive.—Ibid. 

Clause of average agreements providing for basing amounts 
made good on invoice value plus 10 per cent, held applicable 
to cargo only.—Ibid. 

That some of cargo was valued on basis of market value 
and other cargo on invoice, plus 10 per cent, held insufficient 
objection to adjustment of general average.—lIbid. 

Average adjuster must be allowed some iceway in fixing 
values.—Ibid. 

“General average statement” is merely statement of account 
and ‘admission on shipowner’s part as to amount due cargo 
owner.—Ibid. 


Cargo owner, who asserts that allowance by shipowner or 
average adjusters for general average is too small, has burden 
of proof, and can draw up new adjustment.—Ibid. 


Certificate of general average adjusters as to value of 
vessel in damaged condition should not be disturbed, though 
insurance carried would warrant possible inference of higher 
valuation.—Ibid. 


Market value of vessel is controlling in determniing value 
for general average adjustment.—lIbid. 


Claim of cargo underwriter for services and expenses in 
protecting underwriter’s interests held properly ‘excluded in 
adjustment of general average.—lIbid. 

Owner of property sacrificed at sea can recover only 80 
much as will put him in as good position as if other property 
had been destroyed.—Ibid. 

Admission of evidence as to insurance, in libel for cargo 
damage, held not prejudicial, where subject was introduced by 
libelants, and underwriter’s representative testified.—Ibid. 

In libel proceeding by owners of cargo, it could be shown, 
as bearing on weight of testimony, that underwriter who testi- 
fied would benefit from libelants’ recovery.—lIbid. 

In libel for cargo loss, respondents who tendered cargo 
owners checks for less than amount shown due in general avel- 
age statement had burden to show cargo underwriters were 
in default on payments due in general average.—lIbid. 

Court of admiralty has complete jurisdiction over matters 
of general average.—Ibid. 

Libelants bringing suit for cargo damage within six years 
= issuance of average adjustment held not barred by laches. 
—Ibid. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


ITTLE encouragement has come to shipowners in the full 
L cargo trades in the last week. Grain rates, Montreal to Ant- 
werp-Rotterdam, are on the 5%c basis for first half November. 
“What could be worse?” Walter Moore asks in his weekly grain 
freight market letter. “Some boats leaving Montreal in ballast 
for Vancouver and from present indications, more will follow 
suit. What to do about it, with wheat at the lowest price in 
three hundred years, I don’t know. Freights are a day to day 
affair.” Among the recent fixtures was a British steamer to 
take 35,000 quarters from Montreal to Birkenhead, reported 
at 1s 10d and 1s 10%d for first half November, and a French 
steamer on the 5%4c basis Montreal to Antwerp-Rotterdam with 
option for Denmark or the Mediterranean at 8c also for first 
half November. 

Though there have been few fixtures of transatlantic sugar 
cargoes, one of those reported was done at a slight advance on 
previous rates and occasionally some interest, as more ton- 
nage Was reported wanted for the same position. This was a 
British steamer of 3,007 net tons, for November from Cuba to 
United Kingdom-Continent at 14s 6d. A 2,800-ton boat took 
a cargo from Georgetown, Demarara, to London for the last 
half of November. 

Otherwise the market was devoid of interest, with no coal 
or lumber business consummated. Time charters were limited 
to the West Indies or Canadian trades with the exception of 
one for the River Plate trade at about 50c, delivery St. Law- 
rence, redelivery River Plate for November. 

Pacific coast fixtures were mostly for wheat to United King- 
dom-Continent at rates which showed little change from previous 
levels and two steamers from Vancouver to Shanghai with 
wheat, done on private terms. 

The Grace Line announces the leasing of a berth at Pier 
95, North River. Starting November 26, all of the company’s 
vessels in the New York-California service will sail from the 
new berth, but only the four new lines now nearing completion 
at the federal shipyard—the Santa Rosa, Santa Paula, Santa 
Lucia, and Santa Elena—will arrive at that pier. The Santa 
Cecelia, Santa Elisa, Santa Teresa and Santa Ana will continue 
to arrive at Pier 33, Brooklyn, but will sail from Pier 95, North 
River, beginning with the sailing of the Santa Elisa, December 
1. The vessels in the west coast’ of South America service will 
sail from and arrive at Pier 33, Brooklyn, as usual. 


The Santa Rosa, first of the four new $5,000,000 Grace liners, 
is now being outfitted at Pier 35, Brooklyn, and will move to 
the new berth at Pier 95, North River, November 14. From 
there, November 26, she will make her maiden voyage to Havana, 
Panama, Costa Rica, El Salvador, Guatemala, Mexico, Victoria, 
B. C., and Seattle, Wash. Her three sister ships will all be 
in operation by April of next year and will increase the Grace 
Line’s passenger fleet to fifteen ships. 


New York Barge Canal 


The federal government should take over the New York 

State Barge Canal because its traffic is mainly interstate and 
the waterway is, therefore, of no benefit to the state of New 
York, Col. Frederick Stuart Greene, state superintendent of 
public works asserted in testifying before the Hewitt legisla- 
tive economy committee at Albany, November 1. 
_ It has been said that the canal saves the state $40,000,000 
in freight rates,” he said, “but I ask this question: If that is 
80, how do other states pay this $40,000,000 a year, and what 
are the public service and interstate commissions doing to con- 
trol rates? 

“Canal fanatics will say that I ought to be fired because I 
don’t paint a beautiful, fantastic picture of the canal, but I’ve 
told the truth about it. After all, the barge canal should be a 
federal waterway, because its business is mainly interstate. 
mighty three per cent of its tonnage originates outside the 

2" 

Referring to the recurring charge that his outspoken oppo- 
sition to the maintenance to the barge canal has been due to 
a desire to favor the railroads, Colonel Greene remarked to for- 
mer Senator Lusk, counsel to the Hewitt committee: 

“I want to say here that I have never even been in the 
kitchen of any of the Vanderbilts and I don’t own a single 
Share of any railroad stock in the world, thank God.” 

Colonel Greene declared that politics had been entirely elim- 





inated in the operation of the canal and also said the waterway 
had not suffered from motor truck competition because most 
of its traffic consisted of bulk commodities, which did not re- 
quire rapid transportation. 

Conference Rate Changes 


The United States Atlantic and Gulf-West Coast of Mexico, 
Central and South American Conference announces that effec- 
tive immediately, as amendment to item 6 of freight tariff and 
classification No. 1 in reference to Chilean port charges, 
reading: 


To all ports, port charge of 25 cents per ton of 2,240 pounds, or 
40 cubic feet as freighted, ship’s option, with the exception of ship- 
ments destined to Bolivia via the Ports of Arica and Antofagasta; 
and Tacna via the Port of Arica, to which latter - the Peruvian 
port surcharge of 2% per cent of the total freight charges on all 
cargo will apply. 


Item 19, heavy or bulky packages or pieces, is amended, 
adding the item of tractors as a commodity on which heavy 
lift schedule of rates will be assessed when shipped in packages 


‘exceeding 6,720 pounds each. 


NORTH PACIFIC PORTS 


Commissioner Sandberg, of the Shipping Board, delivered 
addresses this week before commercial and shipping interests 
of Portland, Ore., and Tacoma and Seattle, Wash. 

At Portland he pointed out that, in the year ended with 
June, 1931, the foreign commerce of that port amounted to 
more than 1,000,000 tons, most of it having been export busi- 
ness. The intercoastal traffic through the Panama Canal 
reached a total of 550,000 tons. He said this trade had been 
made possible because regular steamship services were now 
replacing, in large measure, tramp services on which the trade 
of Portland was so dependent only a few years ago. He said 
the port did business with 53 foreign countries in the fiscal 
year 1931. 

“The extent to which Portland has participated in the 
water-borne traffic of the United States is illustrated well by 
the fact that the total traffic of the port of Portland in the last 
five-year period exceeded the total of the preceding five-year 
period by more than 19 per cent; the actual volumes being 
18,775,000 cargo tons during the five-year period ending with 
1926, an average of 3,755,000 tons per annum; and 22,375,000 
tons during the following five-year period, an average of 4,475,000 
tons per annum,” said he. 

“In comparing the various classes of trades in the last five- 
year periods, it is noted that the foreign commerce increases 
eight per cent, the intercoastal 11 per cent, the coastwise 28 
per cent, and the noncontiguous 35 per cent. The steady 
progress of the water-borne traffic of the port of Portland, dur- 
ing the decade ending 1931, is one of which your city may well 
be proud.” 

At Tacoma he told his hearers that, in the fiscal year 1931, 
Tacoma’s foreign trade amounted to 741,900 cargo tons, of 
which 474,000 tons represented exports and 267,900 tons im- 
ports. The intercoastal trade of Tacoma with the Atlantic and 
Gulf coast ports aggregated nearly 300,000 tons, of which, he 
said, nearly nine-tenths was outbound and one-tenth inbound. 

“In 1922 the total water-borne traffic of the Port of Tacoma 
was 1,611,000 tons; while in 1931 it was more than 1,964,000 
tons, an increase of 22 per cent,” said he. “Comparing the in- 
tercoastal traffic of those same years, it is noted that the total 
of 1922 was 162,000 tons as against 282,000 tons in 1931, an in- 
crease of 74 per cent. And looking further it is noted that the 
coastwise traffic of 1922 was 639,000 tons;: while that of 1931 
was 934,000 tons, an advance of 46 per cent. 

“Also, in comparing the first and last halves of the decade, 
it is noted that the total water-borne commerce of Tacoma 
during the past five years was greater than in the preceding 
five-year period. During the first half of the decade Tacoma’s 
foreign trade averaged 816,000 tons per annum; while in the 
last five-year period it averaged 911,000 tons per annum, an in- 
crease of nearly 12 per cent. The intercoastal traffic also shows 
an increase from a total of 1,660,000 tons in the earlier five- 
year period to 1,806,000 tons in the last five years, an increase 
of 9 per cent.” 

Seattle’s foreign commerce in the fiscal year 1931, accord- 
ing to the commissioner, aggregated more than 755,000 cargo 
tons, of which 273,000 tons represented imports and 482,000 
tons exports. The intercoastal trade with the Atlantic, Gulf 
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and Great Lakes states amounted to 474,000 tons, of which 221,000 
tons were received from those states and 253,000 tons were 
sent out. 


“A summary of the water-borne traffic of Seattle during the 
decade ending with 1931,” said the commissioner, “discloses 
that the volume of cargo tonnage passing over your docks in- 
creased from three million tons in 1922 to more than five and 
one-half million tons in 1931, an advance of over 80 per cent. 
lt is also worthy of note that despite the depression of the last 
few years, the volume of traffic in the past five years exceeded 
that of the previous five-year period by more than 12 per cent. 
This 12 per cent increase is made up of advances of one per 
cent in foreign trade, 12 per cent in intercoastal tonnage, 11 
per cent in coastwise traffic and 13 per cent in noncontiguous 
trade. 


“Direct water communication for the transportation of 
ocean freight during the year extended to some 48 foreign 
countries and islands scattered throughout the entire civilized 
world. Shipments were received from or dispatched to nearly 
200 foreign ports, 35 noncontiguous ports, 25 ports located on 
the Atlantic and Gulf coasts, one on the Great Lakes, and prac- 
tically every coastwise port on the Pacific coast. Services were 
maintained by 13 American flag lines which operated 22 serv- 
ices to 44 of the 48 foreign countries and islands mentioned, 
and to more than 150 of the foreign ports, while nearly a dozen 
American steamship services operated regularly from Seattle 
through the Panama Canal to the Atlantic and Gulf coasts, and 
about as many more to Alaska and Pacific coast ports. 


“In addition to her water-borne freight commerce, nearly 
250,000 passengers passed through the port of Seattle during 
1931.” 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the Ship- 
ping Board: 


British Columbia to Atlantic coast: 2078—The Border Line Trans- 
portation Company with McCormick Steamship Company: Covers 
through billing arrangement covering shipments from British Co- 
lumbian ports of eall of the Border Line Transportation Company to 
Atlantic coast ports of call of the McCormick Steamship Company, 
with transhipment at Seattle. 

Orient to Atlantic coast: 2113—Kawasaki Kisen Kaisha with Luck- 
enbach Steamship Company, Inc.: Arrangement covers through ship- 
ments from the Orient to United States Atlantic coast ports of call 
of the Luckenbach Steamship Company, with transhipment at San 
Francisco or Los Angeles Harbor. Cost of transhipment is to be 
absorbed by the lines. 


Orient to Gulf: 2115 and 2116—Kawasaki Kisen Kaisha with Luck- 
enbach Gulf Steamship Company, Inc.: Each of these agreements 
provides for through shipments from the Orient to United States 
Gulf ports of call of the Luckenbach Gulf. Each agreement provides 
that transhipment expense on all shipments is to be absorbed by 
the lines. Transhipment under Agreement No. 2115 is to be effected 
at San Francisco or Los Angeles Harbor, whereas, traashipment under 
Agreement No. 2116 is to be effected at Seattle. 


China to Gulf: 2117—The East Asiatic Company, Ltd., with Luck- 
enbach Gulf Steamship Company, Inc.: This agreement provides for 
through billing arrangement covering shipments from Hongkong, 
Shanghai, and other Chinese ports of call of the East Asiatic Com- 
pany, Ltd., to ports of call of Luckenbach Gulf Steamship Company, 
Inc., on the Gulf of Mexico, with transhipment at San Francisco or 
Los Angeles Harbor. Transhipment expense at San Francisco or 
Los Angeles Harbor is to be absorbed by the carriers. 

Gulf to China: 2118—Luckenbach Gulf Steamship Company, Inc., 
with the East Asiatic Company, Ltd.: Covers through billing arrange- 
ment covering shipments from United States Gulf ports of loading of 
the Luckenmbach Gulf Steamship Company, Inc., to ports in China 
served by the East Asiatic Company, Ltd., with transhipment at 
Los Angeles Harbor or San Francisco. Transhipment expense at 
— Angeles Harbor or San Francisco is to be absorbed by the car- 
riers. 

Atlantic Coast to China: 2119—Luckenbach Steamship Company, 
Inc., with the East Asiatie Company, Ltd.: This agreement provides 
for through billing arrangement covering shipments from United 
States Atlantic coast ports of loading of the Luckenbach Steamship 
Company, Inc., to ports in China served by the East Asiatic Company, 
Ltd., with transhipment at Los Angeles Harbor or San Francisco. 
Transhipment expense at Los Angeles Harbor or San Francisco is to 
be absorbed by the carriers. 

China to Atlantic coast: 2120—The East Asiatic Company, Ltd., 
with Luckenbach Steamship Company, Inc.: Covers through billing 
arrangement covering shipments from Hongkong, Shanghai, and other 
Chinese ports of call of the East Asiatic Company, Ltd., to North 
Atlantic ports of call of Luekenbach Steamship Company, Inc., with 
transhipment at San Francisco or Los Angeles Harbor. Transhipment 
expense at San Francisco or Los Angeles Harbor is to be absorbed 
by the carriers. 

Puget Sound Carriers’ Conference (187)—The carriers’ party to 
this agreement are engaged in transportation by water between vari- 
ous ports situated on Puget Sound and the Strait of Juan de Fuca. 
The memorandum of agreement submitted to the board records the 
agreement between these carriers to establish and maintain uniform 
rates of freight as set forth therein for transportation between speci- 
fied out-ports and Seattle or Tacoma, and also between the two lat- 
ter ports, of interstate shipments transhipped at either of the latter 
ports to or from vessels of intercoastal carriers serving Atalntic coast 
ports. The agreement is subject to cancellation upon sixty days’ 
written notice by any of the carriers party thereto. The participating 
carriers in this agreement are Border Line Transportation Company, 
Puget Sound Freight Lines, Puget Sound Navigation Company and 
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Skagit River Navigation & Trading Company. 
comes effective from this date of approval. 


Agreements Modified 

742-3—-The United States Lines of Nevada with the New Yor, 
and Porto Rico Steamship Company. 

847-2—The United States Lines of Nevada with Panama Mgjj 
Steamship Company. 

1395-2—The United States Lines of Nevada with Quaker Line, 

1409-1—The United States Lines of Nevada with Panama Rjj 
Road Steamship Line. 

1410-1—The United States Lines of Nevada with Panama Rgjj 
Road Steamship Line. 

The purpose of these modifications is to record the United States 
Lines of Nevada (United States Lines) as a participating carrier ang 
as successor of the United States Lines Operations, incorporated jp 
agreements covering through shipments between Germany and Puerto 
Rico (742); from Pacific coast to Europe (847); from Pacific coast 
to Germany (1395); between Germany and Canal Zone (1409), and 
between England and Canal Zone (1410). Each agreement provides 
for transhipment at New York. 

911-2—Quaker Line with American Mail Line, Blue Funnel Line, 
Pacific-Java-Bengal Line, Kerr Steamship Company, Inc., Nippon 
Yusen Kaisha, Oceanic and Oriental Navigation Company, Osaka 
Shosen Kaisha, States Steamship Company, and Tacoma Oriental 
Steamship Company: Board approval covers modification of an agree- 
ment between the same parties, approved by the board August 14, 
1929 (911), February 3, 1932 (911-1), providing for through movement 
of shipments from New York, ———- and Norfolk to the Far 
East and Orient via Los Angeles Harbor, San Francisco, Portland 
or Seattle. The modification is for the purpose of extending this 
agreement to cover through shipments from Baltimore, Albany, Bos- 
ton, and Portland. 

912-2—American Mail Line, Blue Funnel Line, Pacific-Java-Bengal 
Line, Kerr Steamship Company, Inc., Nippon Yusen Kaisha, Oceanic 
and @riental Navigation Company, Osaka Shosen Kaisha, States 
Sieamship Company, and Tacoma Oriental Steamship Company with 
Quaker Line: Modifies an agreement between the same parties, ap- 
proved by the board August 28, 1929 (912), February 3, 1932 (912-1), 
covering through shipments from the Far East and Orient to New 
York, Philadelphia and Norfolk, via Los Angeles Harbor, San Fran- 
cisco, Portland or Seattle. The purpose of the modification is to 
extend the agreement to cover through shipments to Baltimore, Al- 
bany, Boston and Portland. 

1752-1—Luckenbach Gulf Steamship Company, Inc., with American 
Fruit & Steamship Corporation: The agreement which is modified 
covers through shipments from Pacific coast ports to Vera Cruz, 
Mexico, with transhipment at New Orleans. The purpose of the modi- 
fication is to exclude shipments of agricultural implements as general 
merchandise under the terms of this agreement. An agreement 
(1959) covering shipments of agricultural implements has been ap- 
proved by the board. 


SEATRAIN SERVICE 


The Commission has permitted the Atlantac Coast Line 
and a number of other railroad and steamship companies op- 
erating lines in interstate traffic between New York, N. Y., and 
points in the vicinity thereof, and New Orleans, La., and points 
in Louisiana, Texas, and Arkansas, to intervene in No. 25546, 
application of Missouri Pacific Railroad Co. and the Texas & 
Pacific Railway @o. in the matter of a common carrier service 
by water other than through the Panama Canal. This applica- 
tion brings before the Commission the question of whether the 
stock ownership of the Missouri Pacific and the Texas & Pacific 
in Seatrain Lines, Inc., is in violation of the interstate com- 
merce act. 


The intervening railroad and steamship companies asserted 
in their petition of intervention that the proposed operation of 
Seatrain Lines, Inc., between New York and New Orleans was 
contrary to law and if permitted would injuriously affect the 
operations of petitioners in that such operation of Seatrain 
Lines would divert from petitioners a considerable amount of 
traffic upon which the latter rely. They said further that own- 
ership of stock in Seatrain Lines, Inc., by applicants was not 
in the public interest and would cause injury to petitioners, and 
threaten their continued operation. The petitioners asserted 
further that Seatrain Lines. Inc., was subsidized by the govern- 
ment through a loan at a low rate of interest from the Shipping 
Board and also through a mail contract, which they noted had 
been temporarily suspended. The suspension was made for 4 
period of six months when the Shipping Board recently granted 
Seatrain Lines, Inc., authority to operate for six months in the 
New York-Havana-New Orleans service. These subsidies, in- 
terveners contended, would greatly aid Seatrain Lines, Inc., in 
its competition with petitioners and permit the Seatrain Lines 
to maintain lower basis of rates than it would otherwise oOp- 
erate under. The names of the interveners follow: 


The agreement pp. 


Atlantic Coast Line Railroad Co.: Atlanta and West Point Railroad 
Co.; Atlanta, Birmingham and Coast Railroad Co.; Alabama, Tennessee 
& Northern Railroad Corporation; Baltimore Steam Packet Co.; Cen- 
tral of Georgia Railway Co.; Clinchfield Railroad Co.; Chesapeake 
ne Co.; Eastern Steamship Lines, Inc.; St. Louis-San Fran- 
cisco Railway Co.; Nashville, Chattanooga and St. Louis Railway; 
Norfolk Southern Railroad Co. (G. R. Loyall and L. H. Windholz, 
receivers): Merchants & Miners Transportation Co.; Mobile and Ohio 
Railroad Co. (Ernest E. Norris, receiver); Gulf, Mobile. and Northern 
Railroad Co.; Georgia Railroad; New Orleans Great Northern Railroad 
Co.; Ocean Steamship Company of Savannah; Richmond, Fredericks- 
burg and Potomac Railroad Co.; Savannah and Atlanta Railway (Chas. 
E. Gay, Jr., receiver); Ilindis Central Railroad Co.; Louisville and 
Nashville Railroad Co.: Southern Railway System; Florida East Coast 
Railway Co. (Scott M. Loftin and W. R. Kenan, Jr., receivers); 
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seaboard Air Line Railway Co. (L. R. Powell, Jr., and E. W. Smith, 
receivers); and the Western Railway of Alabama. 


Business interests of the port of Philadelphia have filed a 
prief with the Shipping Board in opposition to the Seatrain 
Service between New York and New Orleans. 


INTERCOASTAL TRAFFIC 

In the month of September United States intercoastal 
trafic, Atlantic to Pacific, totaled 106,480 tons, and Pacific to 
Atlantic, 389,326 tons, a total of 495,806 cargo tons, according 
to the Panama Canal Record. There were 49 vessel transits, 
Atlantic to Pacific, and the same number in the reverse direc- 
tion. Tolls on the Atlantic to Pacific transits amounted to 
$255,012.55 and on the Pacific to Atlantic transits, $262,258.75, 
a total of $517,271.30. 


SCRAPPING OF VESSELS 


The Shipping Board has authorized acceptance of the bid 
of the Boston Iron and Metal Co. of Baltimore, Md., to dismantle 
and scrap 124 surplus ships. The contract price is $1.51 a 
gross ton of recoverable scrap, the work to be performed over 
a period of 3 years with a requirement of not less than 3 ships 
to be scrapped each month. 

Negotiations are now pending, with the board’s approval, 
to sublet a number of these ships to the Federal Shipbuilding 
Co. at Kearney, N. J., the Sun Shipbuilding and Drydock Co. 
at Chester, Pa., and a yard in or about New Orleans or Mobile 
to handle the ships in the Gulf. 

“The board feels that it has made a great stride in dispos. 
ing of this number of surplus and useless vessels hanging over 
the American shipping market, and whose disposition will also 
economize by reducing lay-up expenses,” it said. “The para- 
mount object attained, however, is the employment which this 
plan will furnish to idle yards and unemployed workmen. It 
is estimated that this group of ships will furnish work to over 
600 men over the 3-year period.” 


ST. LAWRENCE CANAL CONFERENCE 


Invitations have been sent to twelve thousand industrial, 
agricultural, financial, and civic leaders throughout the United 
States and Canada to attend the St. Lawrence Seaway and 
International Trade Conference in Detroit, November 15 to 17. 

Acceptances made known by the conference executive com- 
mittee at its headquarters in Detroit reveal that a corps of in- 
ternationally known speakers representing the economic and 
engineering phases of this project will address the delegates. 
There will be representatives of 600 chambers of commerce, 
also individual manufacturers, bankers, agriculturists, exporters 
and importers, economists and newspaper publishers, it is stated. 

“The United States Senate will be asked to ratify the sea- 
way treaty for joint development of this much needed project,” 
said Fred Wardell, president, Eureka Vacuum Cleaner Company, 
chairman of the general committee. “The situation clearly de- 
mands that the widespread interests involved make their desires 
known in a clear, comprehensive manner that can only be 
brought about by such a conference as that to be held Novem- 
ber 15 to 17. Out of this conference will emanate a demand that 
Congress must not subordinate the interests of the industry 
and agriculture of the entire Great Lakes area to the allegations 
of a few cities that they will be injured. A review of the 
history of this country will reveal that no section ever was 
injured when the country has taken a progressive step. The 
St. Lawrence Seaway will be the greatest boon to commerce 
Since the building of the Panama Canal.” 


IMPROVEMENT OF WATERWAYS 


Assistant Secretary of War Payne has approved an allot- 
ment of $50,000 for improvement of Grays Harbor and Bar En- 
trance, Wash., and an allotment of $50,000 for review of a re- 
port on Columbia River with a view to determining the feas- 
ibility of constructing a dam on that river near Warrendale, 
Ore. As to the latter, the War Department said a program of 
investigation would require field investigation, including the 
making of detailed surveys and borings and the preparation of 
plans and estimates. 

Additional allotment of funds for waterway work has been 
approved by the Secretary of War as follows: Missouri River, 
Kansas City to the mouth, $300,000; intracoastal waterway from 
Jacksonville to Miami (Lake Worth section), $200,000; Niagara 
River, N. Y., $500,000, and Green and Barren Rivers and Bear 
Creek, Ky., for lock and dam construction, $970,000; Missouri 
River, $100,000 for repair to existing works and for additional 
oa Hermann, Mo., and $13,000 for dredging Occahannock 

reek, Va. 
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An allotment of $14,500 for Bayou Teche, La., has been ap- 
proved by Acting Secretary of War Payne. 


WORLD SHIPBUILDING 


Shipping under way in the world’s shipbuilding countries 
on the first of October amounted to only 901,000 gross tons, 
the lowest figure in more than 50 years, and some 200,000 tons 
lower than on June 30, of this year, according to the Commerce 
Department’s transportation division. 

All countries registered a decline, with the exception of 
Japan, which showed a slight increase. 

The United States remains in third place among the ship- 
buiding countries, following Great Britain and Italy, it was 
stated. 

After much discussion during recent months, the Japanese 
government is to provide a subsidy for shipbuilding, contingent 
upon scrapping at least double the amount of tonnage built. 

The subsidy program is to extend over three years and 
provides amounts of 45 to 65 yen per ton for new vessels, and 
anticipates the construction of some 200,000 gross tons. As a 
prerequisite to the subsidy, 400,000 to 600,000 tons of vessels 
over 1,000 gross tons and 25 years of age must be scrapped, it 
was stated. (Yen equal to about 22% cents, U. S.) 


PANAMA CANAL TRAFFIC 


In October 394 commercial vessels transited the Panama 
Canal and tolls thereon aggregated $1,714,779.06, the highest 
since last May, when they totaled $1,717,401.26, according to a 
radiogram received by the Secretary of War from the Governor 
of the canal. 

In the six months ended with October the number of transits 
was 2,080, as compared with 2,410 in the 1931 corresponding 
period, and the tolls, $9,474,816.72 as against $11,008,088.56 in 
the 1931 period. 

The number of commercial transits in October exceeded 
by four those in October, 1931. 


ASHBURN ON WATERWAYS 


“The constant cry of the opponents of waterway develop- 
ment is that such development and the utilization of our in- 
terior streams by commercial agencies will destroy the earn- 
ing power of the railroads and, thus, directly or indirectly, affect 
the personal investments of millions of our citizens, our life 
insurance companies, banks, bonds, stocks, etc.,” said Major 
General Ashburn, president of the Inland Waterways Corpora- 
tion, the government barge line agency, in an address November 
2 before the Engineering Society of Washington. 

“It igs the same cry, the same argument, that has been 
advanced against every development of transportation in the 
United States.” 

General Ashburn asked what the opponents of waterway de- 
velopment wanted to do “to our 200 common carriers, 98 con- 
tract carriers, and 187 private carriers now operating upon our 
streams, with a capital investment of around $250,000,000, and 
employing thousands upon thousands of skilled workmen and 
unskilled laborers, and the millions invested in municipal and 
privately owned terminals.” 

“Would they have these thrown into the discard with the 
billion and a half dollars they want us to throw away by 
abandoning the completion of the waterway policy of Congress?” 
he asked. 

In opening his remarks, General Ashburn said: 


The engineering mind is accustomed to project visions in terms 
of mathematical certainties; from a given premise logically estab- 
lished, it moves unerringly to a result predicated upon that premise. 
When you dream of harnessing Niagara, erecting the Empire State 
building, spanning the mighty Mississippi at New Orleans with the 
world’s greatest bridge, when you create Muscle Shoals and the 
Boulder Dam, when you transmit power hundreds of miles, and pipe 
oi] thousands; when you dream of these and kindred magnificent 
projects, when you create harbors, navigable streams, control floods, 
you are not concerned with the thousand objections which might be 
advanced as to public policy, public ownership, competition, organized 
propaganda, bitter personal vituperation, with which those of us are 
confronted who dream of a coordinated, cooperative national ‘system 
of transportation, embracing railroads, highways, waterways, airways, 
and pipe lines and power transmission. 

In other words, your problem is not complicated by considering 
the effect the completed project you put forth will have upon industry, 
manufacture, agriculture, or the general prosperity of the country. 

Those of you who are somewhat familiar with the problem facing 
the Inland Waterways Corporation in its endeavor to carry out the 
mandate of Congress to promote, encourage, and develop waterways, 
and to foster and preserve in full vigor both rail and water trans- 
portation, will acknowledge that the corporation does have to meet 
all the objections that are not present in a purely engineering project. 
I might modify this to some extent by frankly admitting that the 
United States Army Engineer Corps, in its problems of creating 
navigable streams and flood control, meets’ many of the objections 
mentioned, but is free from others. They may be accused of playing 
favorites, playing politics, peonage in contractor’s camps, etc., but 
they are not charged with destroying the,Tailroads, rebating, secret 
rates, undue use of arbitrary power, etcy” 

Before the Shannon committee, [personally was charged with 
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misleading hundreds of thousands of citizens into the expenditure 
of millions of dollars for the creation of interchange terminals be- 
tween rail, water, and truck, and for the expenditure of vast sums of 
money by Congress in creating navigable streams. Since each city 
which built a terminal had to vote a bond issue before the terminal 
could be built, since Congress has to appropriate money for navi- 
gable streams, I admit that the accusation rather flattered my ego— 
until my inquisitor flatly told me I knew nothing about business and 
had spent the last twelve years of my life in creating a job for 
myself. He rather intimated that I was responsible for a large 
proportion of the taxes now being paid, which he proposed to save 
in the future. As a bewildered taxpayer myself, I assure you I would 
gladly save my share of taxes if he will show me how, and promise to 
refrain from levying any more on you. 


General Ashburn then proceeded to review the government’s 
barge line activities, told of the creation of the Inland Water- 
ways Corporation as recommended by him, and said that the 
“total net profit of the corporation for the eight months of 1932 
amounts to $297,537.75.” 


WATER LINE REGULATION 


The Traffic World Washington Bureau 


President Hoover’s letter to the Atlantic Deeper Waterways 
Association, pointing out the necessity for the regulation of car- 
riers by water to prevent the destructive competition now in 
existence (see Traffic World, Oct. 29, p. 831), struck a re- 
sponsive chord in the breasts of representatives of carriers 
by water attending the hearing, before Examiner Disque, 
in I. and S. No. 3814, sugar from Gulf and south Atlantic 
points. The President’s idea was particularly acceptable 
to representatives of the Hudson River-Erie canal boat 
lines because they promoted the conference held in Wash- 
ington in September (see Traffic World, September 17, p. 512) 
in which they suggested a conference between the railroads 
and the carriers by water looking to an agreement on differen- 
tials on sugar and green coffee, the commodities then under 
immediate consideration. Their idea was that tariffs carrying 
joint rail-and-water rates should be filed, so that as to that part 
of their traffic the water lines would subject themselves to regu- 
lation by the Commission. 

Charles E. Cotterill, attorney for the Hudson River-Erie 
Canal lines, in commenting on the President’s letter, said that it 
met the views of the water lines which suggested the confer- 
ence, eleven in number. He said, however, that he was not 
in position to say how far the water lines would be willing to 
go in bringing about a situation that would result in a stabiliza- 
tion of rate structures to prevent cutthroat competition. He 
pointed out, however, that legislation that would not embrace 
the contract carrier by water, would not be sufficient and could 
not be supported by the water lines proposing the conference 
between themselves and the railroads. 

The movement looking toward agreement between the rail- 
roads and the water lines, initiated by Mr. Cotterill’s clients, 
was backed by the Mississippi and Ohio River barge lines, in- 
cluding the federal barge line, to the extent of attending the 
conference and approving what was there proposed. In the 
hearing on sugar the two groups of carriers have also co- 
operated and there was a thought among the leaders among the 
water lines that it was not impossible that the case created 
by the move of the southern carriers might be rendered almost 
if not altogether moot by agreements that would result in the 
establishment of a differential basis as suggested in the Sep- 
tember conference. 

The water lines, according to Mr. Cotterill, have not been 
able to make much progress with their agreement proposal on 
account of their inability to prevent the publication of the re- 
duced rates by the southern railroads. One of their objects 
in the September conference, guided to a large extent by Mr. 
Cotterill and Harry C. Ames, attorney for the Mississippi River 
Barge Line, was to prevent independent action by the southern 
railroads. However, matters had gone so far that nothing could 
be done. As things stand now the eastern railroads have pro- 
posed reductions in rates on sugar effective November 15 and 
November 25. Technically the whole matter now stands as a 
fight, the decision in which must be made by the Commission. 
However, the proposers of an agreement looking to the estab- 
lishment of differentials enabling the water and rail carriers 
to dwell in peace, are hopeful that the urging they are doing 
will result in something making it unnecessary to carry the 
fight to a conclusion before the Commission. 


AIR TRAFFIC 


Scheduled air lines operating in continental United States 
carried 52,742 passengers in September, according to reports 
from 31 of the 32 companies operating, it was announced October 
31 by Clarence M. Young, Assistant Secretary of Commerce for 
Aeronautics: 

Miles: flown by these scheduled air lines in the month were 
4,061,793, express carried totaled 114,190 pounds, and passenger 
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miles flown were 14,583,877. A passenger mile is the equivalen 
of one passenger flown one mile. 
Comparisons with the previous month and for September, 


1931, are shown in the following: _ 
August, September, September 
1932 1932 1931’ 


Number of reporting companies.... 32 32 41 
Number of operating companies... 32 32 4] 
PRURINEE GOETIOG  o.b0ks ocicc0060 se 57,995 52,829 60,639 
Express carried (pounds).........-. 111,279 114,193. 89,537 
DL EN in dav debare 654550545 06% 4,283,071 4,066,889 4,389,477 
Passenger miles flown...........+.. 15,936,363 14,585,965 13,179,648 


AIR MAIL SERVICE 


The Post Office Department believes that the operation of 
the air mail service has been of great aid to the business ang 
commercial centers of the United States at a decreasing cost 
to the government. 

“Through changes in schedules,” says the department, “the 
flying time between the Atlantic seaboard and cities on the west 
coast of the country has been greatly reduced, thus bringing into 
closer communication these two widely separated sections. As 
a result, air mail lines have been most generously patronized, 
not only by the users of this fastest method of mail delivery 
but by passengers as well. This latter class has recognized 
the real benefits of such service and are encouraging its con. 
tinuance and development with their liberal patronage. The 
Money expended in the construction of such a service has been 
well spent, according to officials of the department, and the 
returns have more than met the expectations of those who 
were responsible for its establishment. 

“Today more passengers are being flown over the trans. 
continental routes than ever before. Figures made public at 
the department bear out this assertion. The results have been 
so satisfactory from every standpoint that there is no City of 
any commercial importance from the Atlantic to the Pacific 
seaboard that has not felt the beneficient effects of this across 
the continent service. 

“According to figures made public at the Post Office De 
partment the present flying time over the transcontinental air 
mail route from east to west is 27 hours and 8 minutes. But 
a short time ago, the transcontinental trip consumed 31 hours 
and 30 minutes. Through a speeding up in the schedules the 
transcontinental trip, therefore, has been cut nearly four hours, 
The eastbound trip, due to prevailing winds being from the 
west, is a few hours faster. 

“On September 30, 1931, the total number of passengers 
carried was but 26,929. As of September, 1932, this number 
had increased to 36,122 during the month. 

“In September, 1931, the average daily miles flown through- 
out the country was 92,109 miles, while for September, 1932, 
the average flown daily had increased to 97,968. 

“The cost to the government for this increased service has 
been steadily decreasing, as evidenced by the fact that in Sep- 
tember, 1931, the cost per mile to the government throughout 
the entire service for the miles flown with mail averaged 67 
cents a mile, whereas in the same month of 1932 the cost had 
decreased to 58 cents a mile. 

“During the fiscal year 1932, there were transported in the 
air mail service 8,845,967 pounds as compared to 8,579,422 
pounds in 1931.” 


INDUSTRIAL TRAFFIC COUNCIL 

At the monthly meeting of the Industrial Traffic Council 
of the Chicago Agsociation of Commerce, November 2, it was 
announced that reopening, by the Commission, of docket 17000, 
part 2, the western trunk line class rate case, was regarded 
as Of sufficient importance to call a special meeting to consider 
the position to be taken in the further proceedings. A meeting 
would be called for that purpose within the next two weeks, it 
was stated, as well as to consider questions raised by the report 
of the railroad committee of the United States Chamber of Com- 
merce, in view of the referendum among the member bodies 
being taken by the national organization. 

C. E. Hochstedler, director of traffic of the Chicago Associa- 
tion of Commerce, was authorized by the Council to continue to 
represent it in proceedings before the Commission with respect 
of operations of Seatrain Lines, Inc. The association has takel 
the position that the service gives eastern interests an advantage 
in reaching southwestern markets, in addition to what it regards 
as unfair advantages already enjoyed in reaching those markets. 

Other business was the presentation of reports of the vali 
ous standing committees and of a special committee headed by 
L. E. Muntwyler, general traffic manager, Montgomery Ward 
and Company, with respect to creation of a central bureau for 
collection of all railroad freight charges in the Chicago district. 
Mr. Muntwyler reported progress, saying that the carriers were 
considering the proposal and were expected to make a report 
in the near future. 
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The Railway Business Association 


So-Called “Reorganization” of Association Explained by Its New President—Panic of 1907 and 
Anti-Railroad Legislation of “Trust Busting” Era Brought Association into Existence to 


Make Friends for the Railroads—Depression and Other Factors Responsible for Present 
Railroad Crisis, Coupled with Change of Public Attitude, Creates Opportunity 


By HoMER H. SHANNON 


‘6 E all know too well what conditions have been for long 

months past. Locomotives and cars have been idle by 
the thousands and railroad earnings have shrunk to an appalling 
degree. There has ensued a shutting down of shops, throwing 
out of employment myriads of mechanics, laying off of train 
crews and other employes, and almost an absolute secession of 
the purchase of materials. This has had its drastic reflex, of 
course, in our operation, and the ramifications of distress have 
been widespread.” 

In this language, Colonel George A. Post, president of the 
Standard Coupler Company and a former Congressman, outlined 
one phase of a situation that had brought together in New York, 
seventy-four representatives of the railway equipment and 
supply business, the last day of September, 1908. The meeting 
was held in the old Waldorf-Astoria Hotel and resulted in the 
formation of the Railway Business Association. 

At that time, judging from the record of this meeting, the 
railroads were in greater need of friends than ever before in 





George A. Post, first president. 


their history. The panic of 1907 and the economic distress that 
resulted, the back-wash of “trust-busting” crusades, these and 
other conditions, threatened to engulf the railroads in a wave of 
restrictive legislation. Colonel Post, who was made temporary 
chairman of the organization meeting, and before its close was 
made president of the newly created association, described in 
eloquent terms the “unreasoning wrath” generated by politicians 
and others against big corporations, and railroads in particular, 
and the need of sane counsel if the railroads were to continue 
to give the country the kind of transportation required and to 
prepare for future growth in traffic. 


“When railroads are prosperous, times are good every- 
where,” he said. “When railroads are not prosperous, jobless 
hordes are in despair.” 


And again, he presented, in an opening address, the reason 
for the meeting: “To denounce railroads and railroad officers, 
and to scheme for their discomfiture, has become epidemic 
among people otherwise rational.” 

_No difference:of opinion among men was ever settled satisfac- 
torily while the disputants screamed at each other with flushed 
faces and assumed an attitude of physical menace, he commented. 


Harry A. Wheeler, new president, R. B. A. 


Parallelism of 1908 and 1932 


The railroad situation in 1908 and that of 1932 have their 
points of similarity, but there are contrasts just as interesting. 
Without question, 1932 is as critical for the railroads, in many 
respects, as was 1908. A major economic depression was respon- 
sible, in large measure, for an extremely low ebb in railway 
purchases in both years, but, aside from that, the critical nature 
of the railroad situation in 1932 arises from an entirely differ- 
ent set of facts from those operating in 1908. New forms of 
transportation have appeared of such importance that a com- 
plete realignment of the transportation setup is called for. 


The panic of 1907 and the state of public psychology of the 
time brought forth the Railway Business Association. The 
economic collapse of late 1929 and accompanying developments 
have brought about what may be somewhat improperly called a 
complete reorganization of the association to deal with a situa- 
tion at least equally pressing.. 





Alba B. Johnson, second president. 


The “reorganization,” it is explained, amounts to no more 
than that certain changes in computing membership have been 
proposed and that the man who had been president since Colonel 
Post retired in 1918, Alba B. Johnson, had reached a point where 
he felt he should not continue with the burden of the work, and 
a successor was chosen. A particular situation has, however, 
created a particular job, for the performance of which machin- 
ery has been set in motion. The office of the association has 
been moved from Philadelphia to Chicago in the belief that, being 
a more important railroad center, Chicago is a better place from 
which to carry on its activities, and, perhaps, for the further 
reason that the new president, Harry A. Wheeler, has his home 
there. 

Job Presented by Changing Times 


Mr. Wheeler, formerly vice-chairman of the First National 
Bank of Chicago and president of the Chamber of Commerce 
of the United States for the first two years of its existence 
and again during the difficult war period, also head of the re- 
cently created Railway Equipment Corporation, is to give the 
greater part, if not all, of his time to this job. It is, as he 
phrases it, a job created by changing times, and, in reality, it 
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amounts to the embracing of an opportunity rather than the 
meeting of a threat. Legislative changes, he points out, must 
be made if efficient rail transportation is to survive these altered 
conditions. Never before, he holds, has the public exhibited 
more interest in general transportation problems. On the whole, 
he thinks, that interest is sympathetic with the railroads and 
offers an opportunity for the presentation of sane measures 
essential to a sound solution.of current transportation problems. 

“For the first time in the hundred years since the first 
railroad construction began in this country, the public has come 
to appreciate its stake in them,” said Mr. Wheeler in elaboration 
of what he meant by the “opportunity” presented to the members 
of his association. “In the old days, it was the public view 
that railroads were controlled by large, unscrupulous financial 
pools, and largely in the interest of those pools, rather than in 
the public interest. Through the interest of the press in the 
existing transportation situation, the extent of the public owner- 
ship of the railroads has only recently become general informa- 
tion. For instance, it is probable that bond holdings of a 
single large insurance company represent a larger single 
ownership of railroad securities than those of any financial 
group. Publicity given to such facts as that can’t but affect the 
public interest in the future of the railroads. The integrity of 
thousands of insurance policies is at stake, to mention only one 
item in which the public has a vital concern. 

Meeting a Responsibility 

“In this situation, the Railway Business Association, in con- 
junction with other groups and individuals, has a responsibility 
to dispose of in seeing that sound policy is developed and car- 
ried through. No one questions the continuing necessity for 
efficient, adequate railroad transportation, but changing condi- 
tions have made it important that the air be cleared of tradi- 
tional concepts and conclusions not thoroughly grounded on fact. 
It is entirely possible that the change which has come about 
in transportation affairs may require the abandonment of many 
of the old principles in transportation that have shaped legisla- 
tion, dominated the rate structure, and conditioned the services 
available to the public. Traditional ideas and principles must 
be discarded unless they can be justified in the light of the 
new facts. The new program of the association contemplates 
a fresh laying down of these facts so that we may have the 
guidance called for on which to base our recommendations.” 

Since its inception, the purpose of the association he heads, 
says Mr. Wheeler, has been to interpret steam railroad trans- 
portation to the public—its history and antecedents, its needs, 
the competitive situation, facts as to regulation and the solution 
of difficulties. There has been no general change in that pur- 
pose nor in the means to be employed in serving it. There has 
only been a change in the elements of the problem faced and a 
recognition on the part of the association members that they 
must play their part if their interests are to be protected. 


Sorrell Employed for Research 


As a part of the association program, Professor L. C. Sorrell, 
of the University of Chicago, hag been employed to gather all 
data—past, present, and future—bearing on the efficiency of rail 
transportation, explained Mr. Wheeler. A year’s leave of ab- 
sence from the university has been obtained by Mr. Sorrell. 

“We must have factual material on which to base any 
recommendations we make,” reiterated Mr. Wheeler. The first 
part of the work for ‘which Mr. Sorrell has been employed 
involves simply the presentation of a fresh picture of what the 
facts have been and what they are, using material that, for 
the most part, has been in existence for some time, explains 
Mr. Wheeler. Already a study covering the history of passenger 
transportation in this country has been completed and Mr. Sor- 
rell is in the midst of a similar study of freight traffic. From 
that he will pass to a study of matters having to do with rail- 
road capitalization and the financial side of their construction 
and operation. - With this material at its disposal, the associa- 
tion will be in position to formulate recommendations as to 
present needs of the railroads, both from a legislative point of 
view and as to operations and services, with assurance that its 
recommendations are grounded on fact. 


Government Ownership? 


The threat of government ownership was briefly referred 
to by Mr. Wheeler. What he had to say on that subject was 
evidence that the association program was not reactionary in 
nature and did not find its inspiration in a narrow conception 
of selfish interest. True, as Mr. Wheeler explained, the associa- 
tion members have a direct and personal interest in the pros- 
perity of the railroads, in that, without a healthy railroad situa- 
tion, they can not hope to prosper. Self-interest, however, is 
not sufficient grounds on which to condemn any program or 
activity, it is pointed out. In one form or another it is the 
motive force behind every activity, good or bad. The point is 
that the association, as such, seeks no temporary advantage 
at the expense of others’ It recognizes that true self-interest 
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is best served by obtaining a clear view of the facts and action 
designed to promote development in line with sound principjg, 
that work no injustice to any of the interests involved. 

“Just as a surmise,” it is quite possible that the members of 
this association could sell more equipment and otherwise do a 
larger volume of business if the railroads were owned by the 
government,” said Mr. Wheeler. “It would not unlikely be to thej; 
advantage if the government took over the railroads. We 4 
not believe, though, that it would be in the public interest, anq 
so, in a broader sense, perhaps, not in our interest. At leay 
we are opposed to the principle.” 

Since its inception the association has undeviatingly maip. 
tained independence from the railroads themselves. Whateye; 
effectiveness it has displayed in warding off unduly restrictiye 
legislation directed at the railroads and in shaping new legisla. 
tion is largely credited to that independence. 

In a summary of the history of the organization prepareg 
by its treasurer, P. Harvey Middleton, who has been With the 
association for sixteen years, it is pointed out that hostile legis. 
lation on the part of states materially decreased shortly after the 
association got to work. It prepared statements of facts which 
appeared in the press and otherwise received publicity, and has 
continued, by using the methods of conciliation, conference, ang 
cooperation, to fight for sound principles in legislation. Through. 
out its history it has attempted to see that the public, shippers 
and legislators have been supplied with important facts bearing 
on the development of the railroads and their adequate function. 
ing. Notable among particular situations of national scope in 
which it has played a part were the advanced rate case of 1913 
and the passage of the transportation act in 1920. Inclusion of 
the adequate income clauses in the transportation act is largely 
credited to the work of the association. It has consistently op 
posed what it believed to be improper proposals and activities in 
the transportation field, such as government operation on the in. 
land waterways, unwise inland waterway expenditures, govern. 
ment competition in business, and other activities that have 
recently become of general concern. 


Six Hundred Members 


The present membership of the association is something 
less than 600 and is representative of the railway supply indus. 
try. That industry has nearly as many employes as have the 
railroads. No estimate as to the investment in the railway 
supply and equipment business is available, but it is large and 
would add several billions of dollars to the total investment at 
stake in the railroad future. Railroad purchases of fuel, mate. 
rials, and supplies were at their lowest ebb for several decades 
last year, when the figure was 695 million dollars. In 1907, 
the year preceding organization of the Railway Business Asso- 
ciation, they amounted to 1,250 million dollars. The peak year 
was 1923, when such purchases totaled nearly one and three 
quarters billion. 

Not only has the supply industry, through its association, 
pioneered in the formulation of public opinion bearing on regu 
lation of the railroads, but individually and collectively the 
equipment manufacturers have made possible a great deal of 
railroad progress through continual perfection of old devices 
and the development of new ones. Not a small part of the 
efficiency of American railroads must be credited to the fact 
that the manufacturing side of railroading has developed inde. 
pendent of transportation itself, in the opinion of Mr. Wheeler 
and others who have given thought to the subject. 

In connection with formulation of the present program of 
the association, mention should be made of the Railway Equip 
ment Finance Corporation, which was brought into existence 
as a result of activities of the association, and which is headed 
by Mr. Wheeler. It was a result of a belief on the part of 
association members that, if a way could be found to renew the 
purchasing power of the railroads, their purchasing power being 
the largest single volume of controlled buying, a sizeable step 
toward stabilization of employment would have been accom- 
plished and new life injected into business. There was 00 
thought of a forced buying campaign, explained Mr. Wheeler: 
it was simply realized that an intermediary corporation between 
the railroads and the Reconstruction Finance Corporation was 
desirable if the cost of purchases was to be put on a basis that 
would be attractive to the railroads, under existing conditions. 

Vilification of railroad management, which, indirectly, was 
the reason for the organization of the Railway Business Ass0- 
ciation, is no longer as fashionable as it was in 1907 and 1908, 
but a crisis in transportation of an even more alarming nature 
than existed then, has given new life to the association. Evi 
dences of that new life are expected to become increasingly 
prominent in the immediate future, as the program is more 
clearly realized. In the place of general vilification has comé 
public sympathy, which, the association believes, offers it al 
opportunity to assist in bringing about a “new deal’ in the 
transportation world that will preserve the railroads for future 
shippers, and deal fairly with all interests. 
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RAIL-HIGHWAY ARMISTICE 


HE possibility of an armistice in the “open war” between 

rail and highway spokesmen is seen in a “release” from the 
joint committee representing railroad and highway users, re- 
cently appointed (see Traffic World, October 29, p. 833), which 
announces a series of round-table conferences to begin early 
in November. The committee is composed of six railroad: presi- 
dents, appointed by the Railway Executives’ Association, and 
six representatives of highway interests, appointed by the Na- 
tional Highway Users’ Conference. W. J. Cunningham, pro- 
fessor of transportation at Harvard, has agreed to act as ex- 
ecutive secretary of the conimittee. 

“There has arisen a serious conflict of opinion in many 
cases and there has been much acrimonious argumentation,” 
says the committee announcement. Pending examination of 
facts and arrival at conclusions, members of the committee 
have agreed to refrain from opposing or urging specific legis- 
lation before state legislatures to assemble in January, it is 


stated. 

“The members of the joint committee expect to make a 
careful examination of all data placed before them, and in the 
end submit to the organizations they represent their findings. 
But, more that that, they expect to serve in a still broader 
field. Much of the factual material which will be placed before 
them and the results of their study will be made available to 
the National Transportation Committee, that non-partisan 
group whose head is former President Coolidge. 

“Professor Cunningham, who was agreed upon by the rep- 
resentatives of both groups as a technical man, is familiar not 
only with the problems of the railways, with which he was at 
one time identified, but also with the problems of the operators 
of automotive equipment. It will be his task to correlate the 
data gathered by the members of both wings of the committee 
and to engage in independent research. He will have as as- 
sistants men with technical knowledge assigned by the railroads 
and the highway users. 

“In selecting Professor Cunningham, one of the country’s 
well-known economists, the members of the two committees 
believe they have set up within their own body an office of 
checks and balances that will make more certain the reaching 
of unbiased conclusions. He has been a member of Harvard’s 
faculty since 1916.” 

In part, the statement released by the committee con- 
tinues as follows: 


It is hoped that the findings of this joint committee may be such as 
will receive the endorsement and general support of both fields of trans- 
portation. Its members believe they will be able to effect an amicable 
adjustment of the prevailing differences, and that they may open the 
way for fair and reasonable regulation of both means of transportation. 

The decision to set up a conference of highway users and railway 
executives grew out of informal conversations in which spokesmen of 
both groups became convinced that a solution of the existing transpor- 
tation problems is a possibility. 

“We realize fully,’ said Mr. Swayne (chairman of the committee), 
“the difficulties we are going to encounter, but if we can sit down and 
listen to each other’s arguments and study our respective problems, I 
believe that we will find that we have more in common than is now 
generally believed. ‘The users of the highwyas are not undertaking this 
task of adjustment with any idea of obtaining for themselves some special 
advantage over the railroads. As a matter of fact, we are keenly in- 
terested in the success of the railroads. We need the railroads, and the 
railroads are dependent to a great extent on the maintenance of highway 
transportation. The interests of the two groups join at many points, 
and our task is largely one of ascertaining by what means the best in- 
terests of both can be conserved. 

“Regulation of highway traffic to a certain degree is both unavoid- 
able and necessary. We do object, however, to regulation that approaches 
the point of strangulation, because those who have come to depend upon 
highway transportation cannot now dispense with it, particularly in the 
field of short Gente, regardless of the efficiency of the railroads and the 
service they render. Nor do we object to taxation as such, but we cannot 
submit without protest to punitive taxes, especially when they approach 
the point of confiscation. 

“An object of the Coolidge committee is to ascertain what the con- 
tributing factors are that have resulted in the decreased railway earn- 
ings. In the letter signed by representatives of insurance companies, 
banks and other organizations interested in railway securities, in which 
Mr. Coolidge was invited to serve as chairman of that fact-finding com- 
mission, it was stated that ‘each form of transportation should be un- 
hampered to provide effectively at a reasonable cost and at a fair profit 
the service for which it is best fitted... With that we are in accord. 
In this same letter, it was admitted that ‘no form of transportation should 
be favored either at the expense of another agecny or at the ultimate 
expense of the people of the United States.’ And that is a statment to 
which we can subscribe. 

“The railway executives and the representatives of the highway users 
are, I am confident, approaching their study of the existing transporta- 
tion problems with rT open minds and will, if possible, reach some 
workable onderstanding. have no doubt that Mr. Coolidge and his asso- 
ciates are equally sincere in their search for facts and remedies, and I 
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believe that the Joint ee ae Users’ Committee will be able 
to assist materially the Coolidge committee in its work. Such informa- 
tion as reaches the conference table from the highway users and the 
railways will be available to Coolidge and his associates. 

“We are not looking for a fight. We are looking for some means to 
eliminate waste effort, and f rosome agreement that will safeguard the 
interests of the railroads and the highway users and at the same time 
protect the public interest.” 


The first meeting of the committee of railroad presidents 
and highway users was held November 1 at the offices of Presi- 
dent Atterbury, of the Pennsylvania, in the Pennsylvania Ter- 
minal, New York. Colonel C. O. Sherrill, vice-president of the 
Kroger Grocery Company and president of the National Retail 
Chain Store Association, submitted a program for eliminating 
discriminatory laws against motor vehicles. No action was 
taken. 

A second meeting of the committee was held Nov. 2, at which 
the members conferred with Professor Cunningham concerning 
the field of data necessary to be covered in formulating con- 
clusions. 

Mr. Swayne and General Atterbury 
announcement: 


issued the following 


The session was largely devoted to conference with Professor 
William J. Cunningham, technical expert of the committee, concern- 
ing the field of data necessary to be covered in formulating the con- 
clusions of the committee. 

In its study of the problem the joint committee would welcome 
suggestions from anyone interested. Such suggestions should be 
made to Professor Willliam J. Cunningham, room 381, 380 Seventh 
Avenue, New York City. 

Members of the joint committee of railroad and highway users 
discussed the possibility that, pending recommendations, all interests 
would refrain from urging or opposing the passage of specific legis- 
lation by the various state legislatures which will consider the subject 
at their forthcoming sessions. 

- Further canvass of the situation, however, makes it clear that 
in view of the length of time it would take to properly investigate 





STEAM MOTOR BUS 


AUTOMOTIVE SYNDICATE, Lap. | 


INDIANAPOLIS. END. 





The possibility that steam may be used for power purposes 
in commercial highway transport, as well as on the rails, is 
presented by the development of a steam bus (shown in the 
accompanying illustration) by Automotive Syndicate, Ltd., In- 
dianapolis, Ind. High pressure, superheated steam, which 
serves as the driving force, is said to give greater flexibility in 
operation to this new transportation unit, lower operating cost, 
less noise, to do away with unpleasant fumes, provide superior 
acceleration and deceleration, and have other superiorities in 
comparison with the conventional gasoline driven vehicle. 

Though the steam-driven highway bus was chosen for early 
development, representatives of the company insist that the 
principles employed are equally suitable for use in connection 
with a rail car. Ordinary fuel oil is used to generate the 
steam, a feature of the system used being that steam is gen- 
erated only as used, by a series of automatic controls. 

The bus shown here has a seating capacity of forty pas- 
sengers and is fitted with an eight cylinder, 150 horsepower 
motor. Great reserve power is said to be a characteristic of 
the engine in use. 
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the questions before the committee, it would be impracticable to ask 
either the lway group or the highway users group to discontinue 
their efforts in support of or opposition to proposed legislation. 

It is expected that the agreement which we anticipate the joint 
committee will reach will be so fair toward all interests that it will 
be possible ultimately to obtain support from all such interests for the 
committee’s recommendations, 


TRUCK COMPETITIVE RATES 


The Commission has declined to issue a sixth section per- 
mission to F. L. Speiden and the tariff publishing agents who 
joined with him, to publish, on one day’s notice, reduced point- 
to-point rates and charges necessary effectively to compete with 
actual movement, or certified tenders, by carriers via motor 
vehicle highway, provided, in substance, that the Commission 
might upon proper showing create “now for then” suspension 
proceedings to be followed by the carriers restoring the status 
quo so that the new rates could be handled under exactly the 
same procedure that would have been the case had the 30 days 
of statutory notice been given. (See Traffic World, October 1, 
p. 626.) 

Applications of the sort made by Speiden are handled by 
the Commission without explanation for their grant or denial. 
No explanation was made for the denial of this application. 
Mr. Speiden has made two efforts to devise a tariff publishing 
routine that would permit the expeditious making of rates to 
meet truck and other competition, but has been unable to ob- 
tain Commission approval. 


TRUCK EXECUTIVES TO MEET 


The meeting of the American Truck Association scheduled 
for November 17 and 18 in Washington, D. C., will be held at 
the Mayflower Hotel instead of at the Chamber of Commerce of 
the United States as previously announced. (See Traffic World, 
Oct. 8, p. 654.) 

N. W. Guthrie, legislative chairman of the association, has 
written to the Chamber of Commerce of the United States ask- 
ing that the chamber's special transportation committee take 
no action as to proposed regulation of the truck until the motor 
truck operators have expressed themselves on the subject at 
the Washington meeting. 


STATE TRUCK ASSOCIATION 


Announcement is made today of the formation of the Mis- 
souri Truck and Terminal Association by motor transportation 
interests and allied industries in Missouri for the principal 
purpose of “improving the general understanding of motor 
transportation among shippers, consumers, and the general 
public.” 

The association, a combination of previous organizations 
of a similar nature into a unified state-wide body, is headed 
by Frank B. Caughlan, president and general manager. He 
formerly headed a system of finance companies, with headquar- 
ters in St. Louis. He has served on the board of governors of 
the Automobile Association of Missouri. 

Headquarters of the association have been established in 
the Mart Building, St. Louis, with a field office in Kansas City. 
T. DeWitt Drury of Barker, Durham and Drury, is general coun- 
sel. 

In outlining the purposes of the new association, Mr. 
Caughlan pointed out that it represented the first unified effort 
on the part of the motor trucking interests of Missouri to pre- 
sent their case to the public. 

“In a great many respects, the discussion of new systems 
of transportation has been obviously one-sided, and has failed 
to recognize the service of motor transportation to shippers 
and consumers,” he said. “The motor truck and allied indus- 
tries of Missouri will endeavor to improve the popular under- 
standing of the changes which transportation as a whole is now 
undergoing. 

“To serve the interests of Missouri industry, trade, agri- 
culture, and consumers, our transportation methods must nat- 
urally take full advantage of scientific and engineering progress 
in the development of the motor truck and the hard-surfaced 
highway. These are milestones in the history of transporta- 
tion, and they must be more fully understood if the public is to 
obtain the maximum economic benefits from them. 

“The highway and the motor truck, whether it operates on 
the highway or in the city streets, are agencies of such vast 
possibilities for public service and economic benefit that they 
must be guarded from influences which would unfairly restrict 
their usefulness. In a period of rapid change like the present, 


the benefits conferred by the new must not be lost in over- 
anxiety for the old. 

“It will be the further purpose of this association to work 
toward the stabilization of the motor trucking industry in this 
state, and to endeavor to maintain it on a profitable basis, ren- 
dering a maximum of economical service to shippers and con- 
sumers. 


We intend to apply sound, economic principles to the 
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business of motor transportation. In motor trucks alone, the 
people of the United States have an investment of over two 
billion dollars, besides vast amounts invested in auxiliary jp. 
dustries.” 

Membership of the association, it is announced, includes 
not only operators of motor trucks and terminals and thej 
employes, but also warehousemen, equipment manufacturer; 
shippers, and farmers and industrial concerns operating trucks 
of their own. 

The board of directors, representing all sections of the 
state, is made up of the following members: H. T. Bryant 
Charleston; C. N. Wood, Chillicothe; Charles Davis, Hannibal: 
Carl Ivie, Joplin; D. S. Adams, Walter Graham, J. A. Robp, 
Carl Lang and Jeff Perky, Kansas City; Frank Selby, Lebanon; 
Will Orscheln, Moberly; J. R. Brashear, Ben Guttman, George 
Witzofsky, Walter Boggeman, C. F. Woilbacher, F. B. Caugp. 
lan and T. D. Drury, St. Louis; H. C. Spears, Sedalia; Eugene 
Potashnick, Siketon; Lawrence Fallin, Springfield; Edward 
Toedebusch, Wentzville, and W. T. Renfro, West Plains. 


MOTOR TRANSPORT REGULATION 


Asserting that regulation of motor transport is a certainty 
of the future and that, in view of that certainty, motor trans. 
port operators should give attention to the kind of regulation 
that will be in their interest and safeguard the public welfare, 
Harry G. Williams, president, American Freight Traffic Insti. 
tute, New York, has issued a call for a general meeting in his 
offices, November 15, of motor transport operators, to discuss 
plans for the organization of an “administrative bureau” to 
handle interests of motor transport operators in this connection. 


ROCKFORD, ILL., TRUCK SURVEY 


Basing their figures on the answers made to questionnaires 
sent out in a survey, officials of the Rockford, Ill., Manufac. 
turers’ and Shippers’ Association estimate that 70 per cent of 
Rockford’s shipping goes to the steam roads, and the remaining 
30 per cent to the truck lines, but that motor transport ship- 
ping is on the increase. 

Industry heads, responding to the survey, indicate a will- 
ingness to patronize railroads, but point out that lower truck 
rates give them no alternative but to use the motor transport 
lines, in many instances. 

Such would not be the case, they say, were truck lines 
under the same regulations as are railroads. The prevailing 
opinion, as indicated in the survey, is that railroad restrictions 
are too severe and that steam roads and motor transport lines 
should be regulated equally. Several manufacturers admit that 
unregulated truck lines bargain for their business, quoting rates 
lower than those printed in their tariffs. 

Another fact brought out in the survey is that manufac 
turers are inclined to distrust trucks for shipments of over 
250 miles; further distances involve transfers and divided re- 
sponsibilities they would rather trust to railroads, they say. 


UNFAIR COMPETITION 

The members of the special committee appointed by the 
Chamber of Commerce of the United States to consider the 
preblems of competing forms of transportation met at the 
chamber October 31. (See Traffic World, October 15, p. 715.) 
A. J. Brosseau, president, Mack Trucks, Inc., New York City, 
was selected as a member of the committee to represent the 
motor transport industry. The names of the other members 
of the committee were set forth in the Traffic World of Octo- 
ber 15. 

“Present chaotic conditions in the different transportation 
fields, detrimental to shippers and to the general public, in the 
opinion of the committee, are due in a large measure to lack 
of a well ordered and equitable system of regulation,” said a 
statement issued by the Chamber of Commerce of the United 
States after the meeting of the special committee. 

“It was the feeling of the committee that these conditions 
can be corrected. A constructive program of federal and state 
legislation for the accomplishment of this purpose was out: 
lined, plans were made for the development of a program i2 
definite form at another meeting of the committee to be held 
in the near future. 

“It was agreed that the main consideration before the com- 
mittee involves the new relationship to railroad transporta- 
tion of other forms of transportation. The principal other forms 
discussed by the committee were highway transportation, em- 
bracing busses and trucks; and water transportation, embrac 
ing coastwise and intercoastal shipping, transportation on the 
Great Lakes and that on the inland rivers and canals. In 
each case the committee will seek to harmonize the various 
interests concerned to enable each of these forms of transpor- 
tation to develop so as to best serve the public without jeop- 
ardizing necessary rail service.” 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
[ ‘sature that ‘confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
rtation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the tra man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
or traffic, that it may opens to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


GO -0-9 O90 O99 Ber Bo See Deere Soe Gee oo Bes Ore oe Poor Geer Ore Goer oe Gee Goe or Gor Goo os Grr Gor Woe GoGo Gre Grr Ge 


Shipping—Contract Rates 


New York.—Question: Your comment on contract rate on 
page 348 of the Traffic World of August 20, 1932, appears rather 
too broad, and very likely you intended that it should be limited 
to the question which was put before you, which assumed that 
the non-contract rate was 35 per cent higher than the contract 
rate and that the purpose of this was to expel competing out- 
siders. If that is a correct statement of the situation your 


* comment might have more weight than it would have in a 


situation which is generally involved in these contract rate 
matters, in respect of which your comment might be uninten- 
tionally misleading to some of your readers. 

Under present-day conditions there can hardly be any ques- 
tion of the propriety of contract and non-contract rates with 
reasonable differential and with exclusive patronage of the 
line or group of lines which offers these two sets of rates. It 
is, of course, true that those lines securing business by virtue 
of contracts exclude other lines from getting that particular 
business, but that is a fundamental element of every contract 
situation and the rule works both ways. Under prevailing con- 
ditions there is at least as much public interest in preserving 
the stability of rates and the general steamship business as 
there is in preserving unbridled competition, too much of which 
already exists and undoubtedly the cause to large extent of the 
business distress. The so-called outside competing lines have 
often found the contract rates a benefit to their own business, 
and they would likely be the first to complain if the contract 
system were abandoned in favor of wide open competition, which 
in many instances would be disastrous to them. You are reach- 
ing far back into the past in citing Menachio vs. Ward, which 
was decided in 1886 and can hardly be regarded as stating the 
correct rule for the greatly enlarged facilities of today. The 
decision of the Shipping Board in the Eden Mining case rested 
on its own peculiar facts as was recognized by the Circuit 
Court of Appeals and is scarcely applicable to any contract rate 
situation which could now arise. It is also worth noting that 
in the case of United States Navigation vs. Cunard S. S. Co. 
et al., the complainant, after failing to hold itself in court for 
the purpose of attacking the lines under the Anti-Trust Act, 
did not see fit to proceed before the Shipping Board, which 
circumstance, if it means anything, suggests that it was not 
considered that the Board would sustain the complaint against 
the contract rate system. 

Answer: It would appear from your letter that you consider 
the amount of the differential as a controlling factor, and that 
if the differential is fixed at a reasonable figure contract rates 
would not be held to be unlawful. We believe, however, that 
the decision would not turn upon the amount of the differen- 
tial but that the principle of the arrangement and not the 
amount of the differential would be the deciding factor. 

It is to be observed that the Shipping Board, in its decision 
in Docket No. 15, Eden Mining Co. vs. Bluefields Fruit & S. S. 
Co, 1 U. S. S. B. 41, suggests that under certain conditions 
reduced rates might be given by the carriers and if the present- 
day contract rates are based on these conditions it is possible 
that they would be held to be lawful. 

The conditions the Shipping Board mentions are that such 
contracts are lawful in the event they are made with a view 
that in return for a lower rate the carrier shall receive from 
the shipper regular consignments of freight or a given num- 
ber of shipments, or a certain quantity of merchandise for trans- 
portation. 

Unless these conditions are a part of the present-day con- 
tract rate agreements, reasoning from the Eden Mining Com- 
Dany case, it is hard to see that any different result would be 
reached in so far as a situation such as that covered by the 
United States Navigation Company case is concerned. 

Weighing and Reweighing 

Maryland.—Question: In making carload shipments, the 
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material is weighed over small track scales before it is loaded 
into cars and after being loaded the car is reweighed. If there 
is too great a variance between the small track scale weights 
and the large scale weights, the car is again reweighed over 
large scales. Upon arrival at destination, the consignee fre- 
quently requests that a car be reweighed. Upon such reweigh- 
ing, the reweight often exceeds the original billed weight and 
we are presented with a bill for additional charges. 

Have cases of this character come before the Commission? 

Answer: In Peters vs. O. S. L. R. R. Company, 20 I. C. C. 
598, the Commission said that “the actual weight of shipments 
constitutes the true basis upon which to assess transportation 
charges. The question is one of fact.” 

Rule 8 of the National Code of Rules Governing the Weigh- 
ing and Reweighing of Carload Freight, which rules are pub- 
lished by most carriers and filed with the Interstate Commerce 
Commission, cover the reweighing of carload freight for the 
purpose of determining the correct weights where there is 
doubt as to the correctness of the billed weight. 

As to which weight will govern in a given case where there 
is a variation in two or more ascertained weights is a matter 
to be determined from all the circumstances and conditions 
under which the weights were obtained. 

In Flint, Ewing & Stone Company vs. N. O. G. N. R. R. Co., 
Unreported Opinion A-40, the Commission said: 


The question presented to us is one of fact, which must be de- 
termined from the evidence submitted. We know of no rule by 
which the weight shown at destination is entitled to more considera- 
tion than that shown at point of origin, when both weights were as- 
certained by the same method. It is admitted that there may have 
been some shrinkage in transit. How much the difference in weight 
is accounted for by this shrinkage there is no means of determining. 
It is true that in a number of cases upon the evidence submitted, 
the Commission has determined the fact of the weight of shipments, 
but it has never done so except where the evidence was clear and 
satisfactory. 


Damages—Incidental—Telegraph and Telephone Charges 


Pennsylvania.—Question: We have had a claim recently in 
which were included charges for several telegrams, which 
charges accrued because of the negligence of the carrier. The 
carrier declined to include same in the settlement of the claim, 
stating that they have machinery to take care of patrons’ wants 
in this connection. 

Can you refer us to any decision regarding this matter? 

Answer: Under the head of incidental damages it has been 
held that any reasonable expense in searching for or attempt- 
ing to locate or regain possession of goods lost or delayed may 
be recovered. Thus it has been held that the amount spent 
in telegraphing and telephoning to trace a shipment is a natural 
result of the wrongful delay and may be recovered. Murrell 
vs. Pac. Express Co., 14 S. W. 1098; Illinois Central R. Co. vs. 
Hopkinsville Canning Co., 115 S. W. 758, and Haberzettle vs. 
Trinity, etc. R. Co., 103 S. W. 219. 


Tariff Interpretation—Minimum Weight and Marked Capacity of ~ 
Car—Duty of Carrier to Furnish Size Car Ordered 


New Jersey.—Question: We are shippers of crushed stone 
and tariff covering movement specified minimum as 90 per cent 
of marked capacity, except when loaded to cubical or visible 
capacity, then actual weight will govern. 

In many instances we receive orders for a specified amount, 
say, for example, 35 to 40 tons, and order an 80,000 capacity 
car for this shipment. In many cases the railroad furnishes a 
car of larger capacity for loading on this order and we have 
loaded the car as instructed by our customer, marking the Dill 
of lading “80,000 capacity car ordered,” and paid freight on 
actual contents when over 90 per cent of the capacity of the 
car ordered. 

The railroad is now correcting its billing and in all cases 
where the weight of shipment was not 90 per cent of the 
capacity of the car furnished, are billing us with the difference 
in weight. 

Will you kindly advise if they can legally do this as it is 
our understanding that they can only consider the larger 
capacity car furnished as being the same capacity as that 
ordered by our company for loading. 

Answer: In General Chemical Co. vs. N. & W. Ry. Co., 15 
I. C. C. 349, the Commission held that a tariff naming a rate 
per ton on a commodity and providing that the minimum car- 
load weight should be the marked capacity of the car gives 
the shipper the rght to demand any car of recognized standard 
dimensions suitable for the carriage of that commodity; that 
if, upon reasonable demand the carrier cannot supply a car 
of the particular size ordered, it is its duty, nevertheless, to 
accept the shipment and move it in any available car or cars, 
applying the rate on the basis of the marked capacity of the 
car ordered. 

The Commission said that the rate published amounted in 
substance to an offer to the shipping public by the three car- 
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riers forming the through route and naming the-joint through 
rate to transport sulphide of iron between the points in ques- 
tion in any car of recognized standard dimensions on capacity 
that the shipper may demand if suitable for the carriage of 
the commodity that he has ready for shipment; that this offer 
the law requires the carrier from every point of view to make 
good; and if a car of a particular standard size or capacity 
is not available upon the reasonable demand of a shipper for a 
car of that size, it is the duty of the carriers nevertheless to 
accept and carry the shipment in any car or cars that are 
available for the movement, assessing the charges on the basis 
of the marked capacity of a car of the dimensions or capacity 
demanded. 


Tariff Interpretation—Local Versus Proportional Rate 


Wisconsin.—Question: Kindly refer to Agent Jones’ Freight 
Tariff No. 109-H, I. C. C. No. 2271, naming proportional rates 
on traffic originating in Southeastern territory and destined to 
Duluth, Winona, etc. 

This tariff, as per Rule 20, is subject to Rule 56 (C) of 
Tariff Circular No. 20. Applying the proportional class rates 
named in the above named tariff results in rates in excess of 
the aggregate of locals made on the same gateways to a cer- 
tain portion of the destination territory. 

Is this legal in view of the fact that Section 4 of the 
Interstate Commerce Act prohibits the publication of rates in 
excess of the aggregate of intermediates? 

Your opinion, citing Interstate Commerce Commission rul- 
ings, etc., will be appreciated. 

Answer: In Indian Refining Company, Inc., vs. L. & N. R. 
Co., 112 I. C. C. 732, the Commission holds that a proportional 
rate must be applied even though higher than the local com- 
modity rate. The Commission said that the primary purpose 
of a local rate is to apply to local shipments of the commodity 
it covers from and to the points specified, although in the 
absence of joint through rates or of proportional rates of the 
same character between the same points, it applies on through 
traffic as well as on local traffic; that since the rules do not 
provide that proportional rates conflict with local rates, it 
follows that the establishment of a proportional commodity rate 
removes the application on through traffic of a local commodity 
rate on the same article between the same points. 

In Rule 16 (a) of Tariff Circular 20, it is stated that a local 
commodity rate will displace a proportional or reshipping class 
rate between the same points via the same route whether higher 
or lower. 

Your letter does not state whether the local rates from the 
gateways are commodity or class rates. 

The above rulings of the Commission appear to be appli- 
cable to your statement of facts in that, there being no joint 
through rates, a violation of the fourth section of the act can 
only exist in the fact that the proportional rates north of the 
gateways exceed the aggregate of intermediates and not in the 
fact that a through rate based by using the rates from South- 
eastern territory to the gateways and proportional rates beyond 
those gateways, published in Agent Jones’ Tariff I. C. C. No. 
2271, exceed through rates made by using the rates from South- 
eastern territory to the gateways and local rates beyond the 
gateways. 

Receivers—Payment of Debts by 


Alabama.—Question: The Interstate Commerce Commission 
awarded reparation to a shipper in a formal complaint. Just 
prior to the date of. the effect of the order, the railroad owing 
the reparation went into federal receivership. The railroad has 
not yet paid the reparation and the special master says he has 
no knowledge of the date of settlement, as it is a court matter 
and will be paid by it. 

Is there any way to force a settlement of the matter? 

Answer: The receiver of a railroad is under the control of 
the court which appoints him and subject to its direction and 
supervision, being a mere agent or arm of the court. The effect 
of the appointment of a receiver of a railroad corporation is, 
in brief, to give him the temporary management of the railroad 
under the direction of the court, instead of the officers appointed 
by the directions of the corporation. 

Ordinarily the duties of a receiver comprise only the 
operation and management of the road, the payment of current 
expenses and the application of the residue of the earnings and 
receipts to the extinguishment of indebtedness, to secure which 
the receiver was appointed. 

Provided you have properly protected your interest by filing 
your claim with the receiver within the stipulated time, the 
payment thereof is assured in due course, if assets are available 
for the payment thereof. However, except that under the gov- 


erning law the receiver has discretion to pay the same, it must 
await the order of the court having jurisdiction of the receiver- 
ship. 
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In any event, there is nothing you can do in regarg to 
obtaining prompt payment of your claim, assuming that the 
receiver or the court in which it is pending is acting Within 
the law in withholding payment, whch question, of course, can 
only be determined by application to a superior court for a 
review of their action in the matter, assuming such a review 
to be authorized by the governing law. 

In Loud, Jr., vs. S. C. Ry. Co., 5 I. C. C. 529, the Commission 
held that the question as to whether property of the carrie 
in the hands of a receiver appointed after matters complaineg 
of before the Commission are alleged to have occurred is gy. 
ject to an order of reparation issued by the Commission, jg 
one to be presented to and disposed of by the courts on pro. 
ceedings therein for enforcement of such order. 


Tariff Interpretation—Application of Rules 17 and 18 of Classi. 
fication 


Texas.—Question: We will appreciate your opinion as to 
rating applicable to stools and stepladder combined, L. C. L, 

Classification No. 6 does not provide a specific rate. Hoy. 
ever, on page 224, Item 5, a second class rating is named on 
chairs and stepladders combined. 

Analogous rule 17 appears to be applicable in view of the 
close similarity of the two items. It is the contention of some, 
however, that rule 18, dealing with combination articles, should 
be read in the light of an exception to rule 17 on the particular 
item. 

If you can quote any ruling in the matter, reference thereto ‘ 
will be appreciated. 

Answer: We can locate no decision of the Commission 
which specifically relates to which question. 

However, in our opinion, the provisions of rule 18, which 
provides that when not specifically classified combination ar. 
ticles will be charged at the rating for the higher classed article 
of the combination, is applicable to a combination of a stool 
and stepladder. 

Rule 17 applies when articles are not specifically provided 
for. As rule 18 specifically provides a rating for a combination 
article, it seems to follow that rule 17 is not applicable. 
Routing and Misrouting—Terminal Delivery by Water Carrier 

Specified in Bill of Lading—Duty of Initial Carrier 

Michigan.—Question: On page 642 of the Traffic World of 
September 13, 1930, there is shown an opinion as to misrouting 
via all-rail versus rail and water in connection with a shipment 
to Charleston, S. C. 

We would like an opinion from you on a somewhat similar 
case involving a shipment moving all-rail versus rail and barge. 
The case we desire an opinion on covers a carload shipment 
from a local point on “B” Railroad to a destination in the 
Mississippi River, viz. Memphis, Tenn. The shipment is ten- 
dered on an open bill of lading carrying no routing other than 
to specify “Federal Bargé Line Delivery,” and with no rate 
inserted. 

“B” Railroad does not have a connection with the Federal 
Barge Line, and two or more intermediate line haul carriers 
are used. Rates via rail and barge routes are lower than via 
all rail. 

Is it the duty of carriers to forward via rail and barge 
route affording the lower rate, or are carriers only required to 
observe all-rail routes? 

Also, in the instance described above, if Federal Barge Line 
delivery was not specified on bill of lading and there was no 
routing thereon, would carriers be required to observe the lower 
rated rail and barge route, or have they the privilege of using 
the all-rail route? 

Please quote reference to authorities in support of your 
opinion. 

Answer: We can locate no case specifically in point. 

As to the first question it is our opinion that the duty of 
the initial carrier is to forward the shipment via the cheapest 
route affording delivery by the Federal Barge Line, just as 
would be the case were the delivering line a rail carrier, pro- 
viding that the rate of the barge line is on file with the Inter- 
state Commerce Commission. See DeBary case, 18 I. C. C. 527, 
also American Cement Plaster Co. vs. Fort Worth & D. C. Ry. 
Co., 58 I. C. C. 435. 

In the case first cited above the Commission held that 
damages are based on the difference in the rate charged and 
the lower rate applicable via the route directed by the shipper 
or which the carrier should have used in the absence of any 
instruction, but to determine the damage all factors in the 
claimed route must be subject to the Commission’s jurisdiction 
and filed in the manner prescribed by law; that as a part of 
the route in question in that case, under the complainant’s in- 
structions, was from port to port, the rate for which was not 
filed with the Commission, the complaint must be dismissed. 

As to the second question, it is our opinion that the Fed- 
eral Barge Line is in the same category as any other carrier by 
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water and that the principle of the Commission’s decision in 

South Alabama Grocery Co. vs. C. of Ga. Ry. Co., 129 I. C. C. 

397, is applicable thereto. 

In this case the Commission held that it is well settled that 
it a shipper desires his shipment to move over a rail-and-water 
route which is cheaper than the all-rail route he must specify 
such routing, citing Hirsch vs. Erie R. R. Co., Docket Ne. 3778, 
ynreported; Schule’s Pure Grape Juice Co. vs. Director General, 
6g I. C. C. 485; Globe Grain & Milling Co. vs. Director General, 
g3 I. C. C. 483. 

Limitation of Actions—Overcharge Collected by Carrier by 
Reason of Collection of Freight Charges From Both Con- 
signor and Consignee 
Nebraska.—Question: As we understand it, the period for 

filing overcharge claims expires three years from the date ship- 

ment is delivered. Is there any difference in cases where the 
charges are collected at both point of origin and destination? 

In other words, would the action against the carriers be for an 

overcharge? It seems to us that if the freight rate used is 

correct that the matter is taken out of the overcharge class 
and should be prosecuted on some other basis. 

Can you cite any authorities? ‘ 

Answer.—Unless recovery could be had upon the theory that 
when freight charges were collected from the consignee by the 
carrier its account was satisfied and the shipper’s action for 
the recovery of the overcharge could be collected in quasi con- 
tract, that is, that there could be a recovery of money paid 
under mistake of fact, the amount of which if retained by the 
carrier would result in its unjust enrichment, the limitation 
provisions of paragraph 3 of Section 16 of the act would be 
a bar to the shipper’s action for the amount he had paid the 
carrier. As to such a suit, if it can be maintained, the period 
of limitation would run from the date of the collection of the 
charges. On the other hand, it is probable that the matter 
would be treated as an entire transaction, that is, that the 
delivery of the shipment, the collection of the charges by the 
carrier and the filing of a claim by the shipper for an over- 
charge would be treated as an entire transaction, in which 
event the date of the delivery of the shipment would, under 
the provisions of paragraph 3 of section 16 of the act, fix the 
date from which the three-year period runs. This latter view 
seems to be the basis of the Commission’s report in Crerar 
Clinch Coal Co. vs. A. A. R. R. Co., 118 I. C. C. 171, which case 
covered the collection of an overcharge included in the payment 
of an undercharge, the question being whether a complaint for 
the overcharge had been brought within the statutory time 
prescribed in paragraph 3 of section 16 of the act. 


Damages—Special—injury to Machinery 


lowa.—Question: We would appreciate receiving advice re- 
garding the following matter: 

A large machine transported on a flat car, apparently 
through carrier’s negligence, was dumped off while going around 
a.curve. The machine was badly damaged and considerable 
time elapsed while repairs were being made. The owner of 
the machine had made a contract to do certain work and had 
to face liquidated damages of $20 per day for every day the 
work was delayed. 

There was no question about the carrier putting the ma- 
chine in good order, but, as we stated, this took considerable 
time. Will you kindly advise us if the carrier in this instance 
can be held for damages on account of contractor’s delay in 
completing the work and any other costs other than repairing 
the machine that might accrue through this mishap? 

In a case like the above mentioned, is it necessary for the 
shipper to advise the carrier in advance that if anything hap- 
pens to the machine the carrier will be held responsible? 

In case it is necessary to notify the carrier, prior to ship 
ping, has the carrier the right to reject the shipment? 

Answer: Where goods intrusted to a carrier for shipment 
are injured through causes for which the carrier is responsible, 
the owner of the goods is entitled to recover the difference 
between the value of the goods at the time and place of de- 
livery in an uninjured condition and their value in the depre- 
ciated condition in which they were delivered, less the freight 
charges to the point of destination if they have not already 
been paid. 

To authorize a recovery of such damages as will not ordi- 
narily flow from a loss or injury of goods shipped, it is essential 
that at the time of shipment the peculiar circumstances from 
which special damages would arise because of loss or injury 
should be made known to the carrier. Simons-Mayrant Co. vs. 
Atlantic Coast Line R. Co., 207 Fed. 387; Southern R. Co. vs. 
Langley, 184 Ala. 524, 63 Sou. 545; Wolfe vs. Weir, 112 N. Y. S. 
1078; Missouri, etc., R. Co. vs. McLean (Texas), 118 S. W. 161. 

In the case first cited it was held that where, in an action 
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against a carrier for injuries to a steam shovel during trans- 
portation te the place where plaintiff intended to use the shovel 
in certain contract work, the only notice given to the carrier 
of special damages which would result from injury to the shovel 
beyond necessary repairs was from the delay which, the car- 
rier was notified, would cause a loss of a contract penalty of 
fifty dollars a day, plaintiff not having suffered such penalty and 
the contract having been terminated for other reasons, and the 
injuries to the shovel having been fully repaired, plaintiff was 
entitled to recover only nominal damages. 

The reason for the rule has been well stated as follows: 
If one of the parties to a contract is to be made liable for 
extraordinary damages, it is right that before the contract is 
made he should have notice of the exceptional circumstances 
that may warrant them, in order that he may decline, if he 
wish, to make a contract to which such enhanced liability may 
attach or may make special stipulations for increased compen- 
sation. He has the right to do either, and is entitled to notice 
to that end. If he, however, enter into the contraet, or if, 
being a common carrier, he receive an article for transportation, 
after having received from the other party notice of the special 
circumstances, he is conclusively presumed to have contracted 
with reference to the enlarged liability. It is also to be re- 
marked that he is entitled to notice of the special circumstances, 
in order that he may use special diligence and employ extra 
precautions to guard against the increased risk. American 
Express Co. vs. Jennings, 86 Miss. 329, 338, 38 Sou. 374. 


SOUTHWESTERN CASES 


The Traffic World Washington Bureau 


Arguments were made to the entire Commission on Novem- 
ber 3 and the two following days in No. 13535, Consolidated 
Southwestern Cases, and No. 22159, Texas Industrial Traffic 
League vs. A. & S. et al., both reopened. The chief object of 
the Commission in reopening the cases mentioned was to make 
the adjustments prescribed in the southwestern case, in the 
many reports thereon, match up with the adjustment it made 
in the western class rate revision, promulgated after the main 
decisions in the southwestern revision. 


Chairman Walker of the Oklahoma Commission, before the 
arguments were begun, moved for postponement of the argu- 
ment and the reopening of Interstate Rates in Missouri, 181 
I. C. C. 259, decided December 5, 1932, and the widening of the 
reopened southwestern cases so as to bring in the question 
of undue prejudice as well as the reasonableness of the rates. 
The western class rate case, he pointed out, had already been 
reopened. His suggestion was that the three proceedings should 
be considered at the same time. The informal discussion on 
the motion disclosed that the weight of opinion was against 
postponement. M. G. Roberts, for the Southwestern lines, sug- 
gested that if changes were to be made they should be made in 
the western class rate case. He said that the carriers agreed 
with the Commission’s disposition of the southwestern cases, 
except in a few particulars. Similar opposition was expressed 
by J. V. Norman, appearing for the Southern Traffic League. 
He said that an intolerable situation existed with regard to the 
efforts of southern shippers to do business in the southwest 
and said that there should be no delay in the matter. 


The Commission, after a consultation of about half an hour, 
overruled Mr. Walker’s motion, in so far as it related to post- 
ponement. Chairman Porter said that the other parts of the 
motion, as to the widening of the scope of the case and re- 
opening the Missouri case, would be considered in connection 
with the arguments in the reopened cases. 


Time for discussion of the issues was assigned to C. B. Bee, 
Oklahoma interests; F. A. Leffingwell, Texas interests; F. N. 
Oliver, Galveston Chamber of Commerce et al.; Reece Caudle, 
Arkansas commission; J. C. Murray, Little Rock Chamber of 
Commerce; H. J. Conley, Fort Smith Traffic Bureau; J. S. Burch- 
more, Memphis Freight Bureau; Edgar Moulton, New Orleans 
Joint Traffic Bureau; R. K. Keas, St. Louis Chamber of Com- 
merce et al.; W. E. Rosenbaum, Anheuser-Busch et al.; I. M. 
Bailey, Nerth Carolina commission; J. V. Norman, Southern 
Traffic League and American Cotton Manufacturers’ Associa- 
tion; E. M. Price, Georgia Public Service Commission; A. J. 
Ribe, Alabama interests; C. C. Widell, Tennessee Products Cor- 
poration; P. H. Porter, Wisconsin commission; C. E. Bell, State 
Corporation Commission of Virginia et al.; R. B. Coapstick, Indi- 
ana interests; W. W. Collin, Jr., Diamond Alkali Co.; J. V. 
McMahon, Youngstown Chamber of Commerce; E. J. McVann, 
Lincoln Chamber of Commerce; M. G. Roberts, Robert Thomp- 
son, H. R. Jones, H. H. Larimore, and H. C. McCall, south- 
western lines; W. N. McGehee, southern lines, and H. S. Harr, 
official classification lines. 
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Personal Notes 





J. A. Fitzpatrick, general freight traffic manager, Nickel 
Plate, Cleveland, Ohio, died suddenly in the night Oct. 20. 

R. H. Vaughan, general through freight agent, retired, C. 
and O., Cincinnati, Ohio, died at Miami, Florida, Oct. 20. 


Colonel Clark Howell, a4 member of the National Trans- 
portation Committee headed by Calvin Coolidge, discussed rail- 
road problems and plans of the national committee at a luncheon 
of the Atlanta Junior Chamber of Commerce Nov. 3. 


Gordon E. Riley has been appointed assistant traffic man- 
ager, United States Gypsum Company, Chicago, succeeding E. V. 
Wilson. 

Fremont E. Shallenberger, assistant auditor of freight traf- 
fic, Pennsylvania, received a gold medal Nov. 1 from F. J. Fell, 
Jr., vice president, in honor of fifty years of active service with 
the road. 

C. H. Noble has been appointed coal freight agent, Chesa- 
peake and Ohio. W. K. Weisiger succeeds H. S. Smith, who 
died, as assistant general freight agent, and A. P. Hecker has 
been appointed assistant general freight agent in charge of 
the tariff bureau, succeeding Mr. Weisiger. All have their head- 
quarters at Richmond. 


A. J. Schmidt, for several years connected with the New 
York office of the Italian Steamship Line, has joined the staff 
of the Strachan Shipping Company as a special passenger rep- 
resentative. The Strachan Company was recently named pas- 
senger agent of the Italian Line. 


E. E. Munger has been appointed live stock agent, Missouri 
Pacific, with headquarters at Fort Worth, Tex. He has been 
live stock agent at National Stock Yards, Ill., since May, 1923. 
He is succeeded there by W. A. Grogan, former chief clerk to 
Mr. Munger. 


L. J. Faist, commercial agent, L. & N., at Birmingham, died 
Oct. 19 from injuries suffered in an automobile accident. He 
was thirty-eight years old. 

S. L. Peoples, for several years connected with the N. C. & 
St. L. at Nashville, has been appointed commercial agent, Cen- 
tral of Georgia, at Chattanooga. 

E. O. Hildebrand has been appointed traffic representative, 
Chicago, Springfield, and St. Louis and the Jacksonville and 
Havana Railway, at Atlanta. 

Carl J. Ernst, former assistant treasurer, C. B. & Q., died 
at his home in Omaha Nov. 1. He was 78 years old. 

Leo J. Coughlin, agent for the Southern Steamship Com- 
pany in Boston, has been appointed manager of the Boston Army 
Base by the group which recently leased the property from the 
Shipping Board. He was connected with Atlantic Tidewater 
Terminals when the latter operated the base a few years ago. 

S. M. Hauptman, president of the Charles R. McCormick 
Lumber Company and the McCormick Steamship Company, an- 
nounces the appointment of E. Grant McMicken, former vice 
president and traffic manager of the United States Lines, as 
assistant to the president of both companies. 

L. E. Poley has been appointed freight traffic agent, N. C. 
& St. L., with office at Kansas City, Mo. 

A. D. Davis has been elected vice president, Atlas Freight 
Despatch, New York. 





Doings of the Traffic Clubs 





E. S. Jouett, vice president, Louisville and Nashville, will 
speak on “The Railroads’ New Program,” at a luncheon meet- 
ing of the Traffic Club of Atlanta November 14. 





The Traffic Club of Detroit will have as its speaker at a 
luncheon meeting at the Hotel Statler November 14 Malcolm 
W. Bingay, editorial director of the Detroit Free Press. 





The annual dinner-dance of the Oklahoma City Traffic Club 
will be held at the Chamber of Commerce December 14. New 
officers will be installed. 





The annual meeting and election of the Traffic Club of 
Newark is set for Nov. 7 at the Newark Athletic Club. Dinner 
will be served. The following ticket has been presented by the 
nominating committee: President, Eric E. Ebert; first vice 
president, J. T. Sasso; second vice president, E. C. Fuller; 
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treasurer, F. A. Fiedler; board (three years), L. J. Horton, 4 
McNeill, and J. B. Curry. 





“A Look at the Future of New England Industry” will jy, 
the subjeet of the speaker, Ray M. Hudson, industrial executive, 
New England Council, at “Industrial Night” of the Traffic Cl 
of New England, at the Copley-Plaza Nov. 10. Dinner will] py 
served and there will be a program of music. 





At the luncheon of the Transportation Club of St. Paul a 
the Hotel Lowry Nov. 1 two reels of moving pictures were 
shown and commented on by F. O. Schubert, of the St. Pay 
Institute. 





At its meeting Nov. 3 the Junior Traffic Club of Chicago 
heard Ralph Oiler, U. S. Narcotic agent. Ladies were invited, 





At a meeting of the Pacific Traffic Association at the Palace 
Hotel, San Francisco, Nov. 8, the nominating committee wil] 
present its report and there will be a program of entertain. 
ment. The annual Christmas “Jinks” has been set for Decem. 
ber 15 at the Elks’ Club. 





The Cincinnati Traffic Club will give a dance and buffet 
supper at the Hotel Gibson Noy. 12. Paul J. Naugle, Illinois 
Central, is in charge of arrangements. 





The monthly business meeting of the Women’s Traffic Club 
of Chicago will be held at the Attic Tea Room Nov. 7. 





The Milwaukee Traffic Club will hold its annual “Turkey 
Dinner and Raffle” at the Plankinton Hotel Nov. 15. There 
will be a short business session in connection with the dinner. 





Grain transportation problems were discussed by E. J. 
Grimes, vice president, Cargill Elevator Company, at the Thurs- 
day luncheon of the Traffic Club of Minneapolis at the Nicollet 
Hotel Nov. 3. Special music and entertainment were provided. 
The division of off-line traffic representatives will give a fare- 
well luncheon to Harry Stockdale, traveling freight agent, 
Canadian Pacific, at the Nicollet Nov. 7, in view of his promo- 
tion to the position of district freight agent at Kansas City. 
The twentieth annual dinner of the club will be held at the 
Nicollet Dec. 8. 





The twenty-first annual dinner of the Transportation Club 
of Peoria will be held November 17 at the Jefferson Hotel. 
The speakers announced are Ralph Budd, president of the Chi- 
cago, Burlington and Quincy, Chicago, and Everett M. Dirksen, 
republican candidate for congressman. It is expected there 
will be an attendance of approximately two hundred. 





President H. W. Roe, of the Associated Traffic Clubs of 
America, has made the following appointments of chairmen of 
standing committees: Education and research, D. W. C. 
Becker; finance committee, W. Bockstahler; membership com- 
mittee, T. T. Harkrader; committee on procedure, P. R. Flan- 
agan; speakers’ committee, J. H. Butler. L. C. Sorrell contin- 
ues as chairman of the special committee on a transportation 
institute. 





Operation of Union Inland Freight Station No. 1 was de- 
scribed by William H. Connell, traffic manager, Port of New 
York Authority, before the traffic Managers’ Institute, New York, 
October 28. In addition to the physical handling in and out of 
the terminal, he described advantages shippers obtained from 
use of the station. 





The Traffic Club of Wichita held its weekly luncheon at 
the Innes Tea Reom November 3. 





The Toledo Transportation Club will hold a business meet- 
ing at the Secor Hotel November 7. A buffet luncheon will be 
served. 





“Truckmen’s Day” will be observed at a luncheon of the 
Traffic Club of St. Louis at the Jefferson Hotel November 7 
with an address on “Long Distance Truck Operation,” by Frank 
B. Caughlan, president, Missouri Truck and Terminal Associ- 
ation. 





The Norfolk-Portsmouth Traffic Club has elected the fol- 
lowing officers: President, L. G. Hogshire, Norfolk-Baltimore 
Carolina Lane; first vice-president, H. V. C. Wade, assistant 
commissioner, Port Traffic Commission; second vice-president, 
F. H. Wilson, general agent, C. & O.; treasurer, W. E. Freeman, 
general agent, Atlantic Coast Line; secretary, P. V. Fitchett, 
traffic manager, Hampton Roads Transportation Company; 
board, F. H. Smith, commerce agent, Seaboard Air Line, and 
G, R. Willhide, traffic manager, Taylor and Andrews. 
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FRISCO RECEIVERSHIP 


As a result of a consent-receivership suit for the St. Louis- 
San Francisco Railway in the United States District Court in 
St. Louis, November 1, Judge Faris appointed President J. M. 
Kurn receiver. Mr. Kurn appointed E. T. Miller, the road’s 
general counsel, as attorney for the receiver. 

The receivership was based on a petition filed by the Hobbs 
Western Company, a Delaware corporation, which claimed 
$17,203 on a past-due bill for supplies. This result had been 
expected and Receiver Kurn announced that the company had 
assented in the hope that it would facilitate the work of the 
readjustment committee. 

The readjustment managers published an announcement, 
soon after the court had acted, expressing confidence that their 
plan would be carried out. They explained that “holders of 
about $167,000,000 principal amount, or approximately sixty-four 
per cent of the outstanding bonds affected by the plan, had 
assented to the plan.” They said further that “the readjust- 
ment managers believe that the failure of the remaining bond- 
holders thus far to assent has been largely due to uncertainty 
as to whether the plan would be earried out.” 

Stating that the plan was feasible and they believed it 
could and would be carried out, they appealed to holders of 
prior lien bonds, consolidated bonds, and Fort Scott bonds to 
deposit their securities. The announcement bore the names of 
Harry M. Addinsell, Earle Bailie, Walter H. Bennett, E. N. 
Brown, Frederick H. Ecker, Robert O. Hayward, Dewitt Mill- 
hauser, John W. Stedman and Burnett Walker as readjustment 
managers. 

Mr. Kurn issued a statement in which he, too, said, for the 
company, that consent to the receivership had been granted in 
order to carry out the plan. “It is confidently expected,” he 
said, “the readjustment plan can be carried out either through 
voluntary action or through proceedings in the receivership.” 

This foregoing statement was explained in more detail in 
a statement issued by E. N. Brown, chairman of the board. 
“The consent of the Frisco to the appointment of a receiver 
of its properties by the Federal Court at St. Louis,” he de- 
clared, “is not in any sense an abandonment of the readjust- 
ment plan. On the contrary, the assents to the plan thus far 
received have been sufficient to make the readjustment man- 
agers confident that the plan can be carried out through re- 
ceivership proceedings, even if there is not sufficient unanimity 
on the part of the bondholders to permit its being carried out 
as a wholly voluntary plan without sale in receivership.” 

In addition to this suit, which brought about the receiver- 
ship, five are pending, three in St. Louis and two in New York 
City. 

The petitioner in this case said: “Although the properties 
and assets at their fair value are greatly in excess of liabilities, 
yet at present the company is unable to pay its obligations as 
they mature.” 

Outstanding liabilities as of Oct. 15 were estimated at 
$29,121,766, not including a loan of $5,190,000 from the Recon- 
struction Finance Corporation and a loan of $3,605,175 from the 
Railroad Credit Corporaton. Bank loans of $5,974,722 are se- 
cured by $8,246,000 of the consolidated mortgage bonds. Obli- 
gations maturing in the near future were specified to be as 
follows: Semi-annual interest on consolidated bonds, $300,000, 
Dec. 1; semi-annual interest on prior lien bonds, $2,476,779, Jan. 
1; principal and interest on equipment trust certificates, 
$954,000, Jan. 15; principal, $520,000, and interest, $105,255, on 
equipment certificates, total of $625,255, Feb. 15; semi-annual 
interest on consolidated bonds, $2,436,862, March 1; interest on 
subsidiary bonds, $145,032, March 1; interest on equipment 
certificates, $50,000, March 1; interest on subsidiary bonds, 
$516,700, April 1; principal, $539,000, and interest, $157,657, on 
equipment certificates, totaling $696,657, April 1, and principal, 
$400,000, and interest, $88,000, on equipment certificates, total, 
$488,000, May 15. 

Revenue for 1932 was estimated in the petition at $43,000,000, 
comparing with $57,000,000 for 1931. The gross income for 1931 
was $10,211,711, which was. $8,348,711 less than for 1930. For 
the first nine months of the current year the deficit was esti- 
mated at $7,879,594, after all charges. 

Judge Faris issued an order prohibiting the sale of any 
property belongng to the company. Receiver Kurn qualified 

with a bond for $50,000. 


GRADE CROSSING ACCIDENTS 
Reports for the first seven months in 1932, compared with 
the same period last year, received by the safety section of 
the American Railway Association showed reductions, not only 
in the number of accidents at railroad crossings, but also in the 
number of casualties resulting therefrom. 
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Accidents at highway grade crossings totaled 1,906 for the 
first seven months’ period, a reduction of 487, compared With 
the same period in 1931. Fatalities resulting from such agg. 
dents totaled 863 in the first seven months of 1932, a reductioy 
of 181 compared with the same period in 1931, while persons 
injured so far in 1932 totaled 2,122, a reduction of 600 compareq 
with the year before. 

For the month of July alone, there were 209 accidents at 
railroad highway grade crossings, a reduction of 70 under July, 
1931, while 112 fatalities were reported as caused by those agg. 
dents, a reduction of eleven compared with the number for 
July, 1931. Persons injured in railroad highway grade cross. 
ing accidents in July, 1932, totaled 249, compared with 319 ip 
the same month the preceding year. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended October 29 
totaled 642,173 cars, according to reports filed by the railroads 
with the car service division of the American Railway Associa. 
tion. 

This was a reduction of 8,405 cars under the preceding week, 
127,500 cars under the same Week in 1931 and 317,319 cars under 
the same week two years ago. 

Miscellaneous freight loading for the week of October 22 
totaled 236,250 cars, a decrease of 3,340 cars under the preced.- 
ing week; loading of merchandise less than carload lot freight 
totaled 178,744 cars, an increase of 1,297 cars above the preced- 
ing week; coal loading totaled 140,805 cars, a decrease of 2,904 
cars; live stock loading amounted to 23,696 cars, a decrease of 
1,193 cars; grain and grain products loading totaled 32,984 cars, 
87 cars below the preceding week; forest products loading 
totaled 18,573 cars, a decrease of 979 cars; ore loading amounted 
to 6,283 cars, a decrease of 846 cars; and coke loading amounted 
to 4,838 cars, a decrease of 353 cars. 

Revenue freight loading by districts the week ended October 
22 and for the corresponding period of 1931 was reported as 
follows: 


Eastern district: Grain and grain products, 6,103 and 6,914; live 
stock, 2,022 and 2,325; coal, 32,200 and 37,170; coke, 1,703 and 1,814; 
forest products, 1,218 and 1,789; ore, 1,287 and 1,803; merchandise, 
isn C.. Bae Smee and 58,677; miscellaneous, 47,003 and 60,469; total, 
1932, 139, 873; 1931, 170, 961; 1930, 209,437, 

Allegheny district: Grain and grain products, 2,823 and 3,157; live 
stock, 1,375 and 2,004; coal, 32,671 and 39,528; coke, 1, 657 and 2,442: 
forest -?—o 860 ‘and 1,150; ore, 456 and 3,134 merchandise, 
L. C. L., 36,302 and 44,744; miscellaneous, 36,936 ana 53,790; total, 
1932, 113, b80 "1931, 149, 949; 1930, 182,121, 

Pocahontas district: Grain and grain products, 278 and 320; live 
stock, 198 and 336; coal, 36,141 and 36,525; coke, 333 and ~~ forest 
products, 437 and 823; ore, 176 and 263; merchandise, L. C. L., 5,233 
and 6,069; miscellaneous, 4,898 and 6,501; total, 1932, 47,594; 1931, 
51,137; 1930, 57,021. 

Southern district: Grain and grain products, 2,834 and 2,750; 
live stock, 793 and 1,167; eoal, 18,799 and 18,606; coke, 388 and 326; 
forest products, 5,508 and 8, 344; ore, 201 and 304; merchandise, is, C. da 
30,351 and 35, 619: miscellaneous, 33, 249 and 42, 320; total, 1932, 92,123; 
1931, 109,436; 1930, 138,538. 

Northwestern district: Grain and grain products, 7,494 and 8,710: 
live stock, 6,634 and 9,921; coal, 7,032 and 6,567; coke, 573 and "602; 
forest products, 4,672 ‘and. 5,333 ore, 2,702 and 9,621; merchandise, 
L. C. L., 20,340 and 25,727; miscellaneous, 26,908 and 30,833; total, 
1932; 76, $h5> 1931, 97,334; 1930, 135,522, 


Central western district: Grain and grain products, 9,165 and 
13,182; live stock, 10,571 and 12,268; coal, 9,146 and 9,304; coke, 115 
and 123; — Products, 3,140 and 3, 743; ore, ie 240 and 1,502; merchan- 
dise, L. C. 4,856 and 39, 109; miscellaneous, 53,943 and 54, 917; total, 
1932, 112, 176; “agai 124,248; 1930, 157,582. 


Southwestern district: Grain and grain ere 4,287 and 5,130; 
live stock, 2,103 and 2,614; coal, 4,816 and 5,121; coke, 169 = 125; 
forest products, 2,738 and 2. 620; ore, 221 and 298; merchandise, L a oy 
13,325 and 14,767; miscellaneous, 33, 313 and 35, 933; total, 1932, 60, 972: 
1931, 66,608; 1930, 79,271. 

Total, all roads: Grain and grain products, 32,984 and 40,163; 
live stock, 23,696 and 30,735; coal, 140,805 and 152,821; coke, 4,838 and 
5,733; forest products, 18, 573 and 23, $22; ore, 6,283 and 16, 924: mer- 
chandise, se, Ss Si 2 744 and 214, 712: miscellaneous, 236, 250 and 
284,763; total, 1932, 642, 173; 1931, 769, 673; 1930, 959,492. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 
Four weeks in January.............. 2,269,875 2,873,211 = 3,470,797 
Four weeks in February............. 2,245,325 2,834,119 3,506,899 
Four weeks in March..............-. 2,280,672 2,936,928 3,515,733 
Five weeks in April...............+-. 2,772,888 3,757,863 4,561,634 
Four weeks in May...........scc006 2,087,756 2,958,784 3,650,775 
Four weeks in June...............+5. 1,966,355 . 2,991,950 3,718,988 
WEVG WOKE In JUS. 4.660 os 6c cecceee. 2,422,134 3,692,362 4,475,391 
Four weeks in August............... 2,065,079 2,990,507 3, 752,048 
Four weeks in September............ 2,244,599 2,908,271 3,725,686 
Week ended October 1............... 622,075 777,712 971,255 
Week ended October 8............... 625,636 763,818 954,782 
Week ended October 15.............. 650,578 761,596 931,105 
Week ended October 22.............. 642,173 769,673 959,492 


Peak bvlebindacks ctetuaobraren 22,895,145 31,016,794 38,194,580 
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Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator— 13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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ELECTRIC RAILWAYS 


One hundred and seventy-six electric railways reporting ty 
the Commission had an aggregate deficit in net income of 
$1,488,024 in 1931, according to a summary of selected financjg) 
and operating data for that year compiled from company reports 
by the Bureau of Statistics of the Commission. The operating 
income was $10,082,766. 

These companies operated 8,276 miles of road. Other items 
for the roads as a whole follow: Investment in road and equip. 
ment, $903,723,484; miscellaneous physical property, $217,856. 
644; other investments, $170,048,809; cash, $12,003,682; mate 
rials and supplies, $11,344,893; total current assets, $53,693,809: 
capital stock, $570,978,543; unmatured funded debt, $535,639,707; 
total current liabilities, $127,359,772; accrued depreciation, road 
and equipment, $68,621,826, and miscellaneous physical prop. 
erty, $13,967,161; total corporate surplus, deficit of $82,700,228. 
freight revenue, $23,719,315; passenger revenue, $68,175,638: 
total operating revenues, $100,560,892; total operating expenses, 
$90,721,602; auxiliary operations, revenues, $14,212,839, and ex. 
penses, $6,863,299; taxes assignable to railway operations, other 
than U. S. government taxes, $6,966,351, and U. S. taxes, $139,713; 
dividends declared, $18,173,703; employes at close of year, $31, 
473; compensation, $52,274,101. 

Equipment of the companies was listed as follows: Busses, 
679; total passenger-carrying cars, 6,804; freight cars, 12,161; 
other cars, 1,849; locomotives, 551; total units of equipment of 
all classes, 22,044. 

Passenger-car mileage in 1931 aggregated 203,444,365; 
freight, mail, and express car mileage, 54,321,362; total revenue 
passengers carried, 512,523,880; average fare, revenue pas. 
sengers, $0.13302; operating revenues a car-mile, $0.39013; 
operating expenses a car mile, $0.35195. 

Ninety-six of the 176 companies had a deficit in operating 
income in 1931, and 122 had a deficit in net income. 


COTTON SHIPMENT RESTRICTIONS 


Shipment of cotton and cotton products from six counties 
of north-central Florida is restricted, to prevent the spread of 
the pink bollworm, in a revision of the quarantine on account 
of that insect issued by the U. S. Department of Agriculture, 
The new revision became effective on October 29. 

The few specimens of pink bollworm which have been found 
in that area were all taken in Columbia and Alachua counties, 
and the other four counties included in the regulated area repre- 
sent adjoining territory in which cotton is grown that is ginned 
at High Springs, Lake City, and other places in these two 
counties. These additional counties are Baker, Bradford, Gil- 
christ and Union. 

The quarantine restrictions which apply to areas as lightly 
infested as northern Florida, says Lee A. Strong, Chief of the 
Bureau of Plant Quarantine, do not seriously impede the move- 
ment of cotton. The cotton must be compressed at authorized 
compresses in the vicinity of the regulated areas and it must 
move both to the compress and to market under federal permits. 
Compression crushes any pink bollworms which may be in the 
bales, and in lightly infested areas this has been found sufficient 
to prevent the carriage, to new localities, of pink bollworms in 
baled cotton lint. 

Cottonseed, which is the product most likely to carry pink 
bollworms, must be sterilized by heat in order to prevent the 
building up of a general infestation in the territory, and the 
regulations forbid shipment of cottonseed to uninfested local 
ities. Permits are required for the interstate shipment of other 
cotton products originating in the regulated area. 

The other areas under quarantine on account of this insect 
include parts of western Texas, southern New Mexico, and 
western and central Arizona. The insect has also been found 
in wild cotton along the coast of southern and western Florida, 
but this wild cotton is now being eradicated, and this work is 
progressing so satisfactorily that a federal quarantine on that 
section is not deemed necessary. 


REDUCED PASSENGER FARES 


A general meeting of passenger traffic managers of all west- 
ern lines was held in offices of the Western Passenger Associa- 
tion and the Transcontinental Passenger Association, Chicago, 
November 3, for consideration, among other matters, of pro 
posals for a reduction in the basic fare of 3.6 cents a mile. No 
official statement as to views expressed was available, it beings 
explained that the meeting was of a preliminary nature, and 
that there was considerable difference of opinion among those 
present as to what could be done to improve earnings in this 
direction. In part, the meeting was called to prepare material 
in connection with letters received by the heads of the rail 
roads from Chairman Porter, of the Commission (see Trafic 
World, October 29, p. 812), who has asked for an expression 
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Grain Elevators...Coal Chutes 

... Automobile Docks... Warehouses... 
Freight Houses...Icing Docks...Cotton 
Sheds...Stock Yards...These are a few 
of the facilities maintained by the 
Missouri Pacific Lines to care for 


your product while on its rails. 


If all of these facilities could be 
gathered together into one 
compact community they 
would constitute an impres- 
sive industrial city...A city 
maintained by the Mis- 
souri Pacific Lines to 
improve and refine the 


quality of its service. 


SERVICE 
INSTITUTION 
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500 Miles 


POOLCAR 
Distribution 


From Chicago to 1400 Towns and 
Cities in 19 States 


Here is a motor service which distributors of goods in the region of the 
Great Lakes and upper Mississippi Valley will find actually cuts distribu- 
tion costs. 


Pool cars consigned to us at Chicago are distributed over a radius of 500 
miles—as far north as Duluth, east to Pittsburgh and Buffalo, south to 
Arkansas and Tennessee. Storage and handling costs are eliminated. 
Time is saved. Reliability and efficiency are guaranteed. 


Many large distributors in this territory maintain stocks at Chicago for 
distribution by us—a most economical method of efficiently serving 
present day hand to mouth buying policies. Fast service in all directions— 
St. Louis, first morning; Duluth, second morning; other points in propor- 
tion. 

The eleven large trucking concerns which own this terminal and affiliated 
lines, operate 1100 trucks—800 in the immediate Chicago territory! 
Insurance against all highway hazards and liability, and against fire in 
terminals is fully assumed by Chicago Motor Express Terminal, Inc. 
Get the fects. Ask for Tariffs. We have just issued e new lowe Tariff, 
effective November 1, doubling number of lowe points formerly served. 
A post card request will bring it. 

Consign your pool cars for distribution to our siding, C. B. & Q.R. R., 
at Chicago. 


CHICAGO MOTOR 
EXPRESS TERMINAL, Inc. 


53 W. Jackson Blvd., CHICAGO, ILL. 





of views as to the desirability of lowering the basie Passenger 
fares and other suggestions looking to a reduction in the py. 
den on railroad freight services represented by existing pa. 
senger services. 


CONDITION OF EQUIPMENT 


Class I railroads on October 1 had 262,153 freight carg jp 
need of repair or 12.4 per cent of the number on line, according 
to the car service division of the American Railway Association, 
This was an increase of 8,545 cars above the number in neg 
of repair on September 1, at which time there were 253,608 o 
11.9 per cent. Freight cars in need of heavy repairs on October 
1 totaled 188,103 or 8.9 per cent, an increase of 8,526 cars com. 
pared with the number on September 1, while freight cars jp 
need of light repairs totaled 74,050, or 3.5 per cent, an increase 
of nineteen compared with September 1. 

Class I railroads on October 1 had 8,875 locomtoives jp 
need of classified repairs or 17.1 per cent of the number on line, 
This was an increase of 479 compared with the number in nee 
of such repairs on September 1, at which time there were 8,39 
locomotives in need of repair or 16.2 per cent. Class I rai. 
roads on October 1 had 10,174 serviceable locomotives in stor. 
age compared with 11,429 on September 1. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
October 1-14, inclusive, was 557,121 cars as compared with 
598,622 cars in the preceding period, according to the car serv. 
ice division of the American Railway Association. It was made 
up as follows: 


Box, 258,315; ventilated box, 1,999; auto and furniture, 54,762; 
total box, 315,076; flat, 23,766; gondola, 102,106; hopper, 77,655; total 
coal, 179,761; coke. 1,131; S. D. stock, 22,059; D. D. stock, 2,789; re- 
frigerator, 10,368; tank, 451; miscellaneous, 1,720. 


Canadian roads reported a surplus of 27,105 cars, made up 
of 22,100 box, 2,325 auto and furniture, 1,100 flat, 350 S. D, 
stock, 600 refrigerator and 630 miscellaneous cars. 





Digest of New Complaints 





No. 25778. Western Burlap Bag Co., Chicago, Ill., vs. N. Y. C. & St. L, 
Unreasonable charges, old burlap bags, Buffalo, N. Y., to Chi- 
cago, Ill. Asks rates and reparation. 
No. or Sub. No. 1. East Side Oil Co., Griswold, Ia., vs. A. V. 1 
et a 


Rates and charges in violation sections 1 and 3, gasoline and 
petroleum products, points in Mo., Kan., Ark., Okla., La., and 
Tex., to Griswold, Ia. Lower rates to Oakland, Lewis, Elliott and 
Macedonia, Ia., and other towns immediately surrounding than to 
Griswold. Asks rates and reparation. 


No. 25589. Ohio Lime Manufacturers et al., 1116 Investment Bldg. 

Washington, D. C., vs. Pennsylvania et al. ¥ 

Allege violation sections 3 and 13, lime, Tiffin and other Ohio 

points to points in Pa, N. Y., Md., N. J., Del., W. Va., Va., and 

D. C. to points in New England territory; and to points in eastern 

O. and W. Va. in what are known as 60 per cent and 67 per 

cent territory. Lime plants at Bellefonte and numerous other 

Pa. points and points in Conn., Mass., N. J., N. Y., Vt., Me, 
W. Va., Md., and Va. preferred. Ask rates . ; 

No, 25590. Western Pennsylvania Coal Traffic Bureau et al., Pitts- 
burgh, Pa., vs. A. C. & Y. et al. : 

Rates, in violation sections 1, 3 and 13, coal, Freeport, Pitts- 
burgh and Connellsville districts, to points in northeastern Ohio, 
because of the rate adjustment in Ohio and reductions from P. & 

. Va. mines in the Pittsburgh district. Ask rates. 

‘No. 25591. Shreveport (La.) Chamber of Commerce on behalf of 
Monroe Pipe & Supply Co. vs. G. C. & S. F. et al. 

Rate in violation sections 1 and 3, second-hand wrought iron 
pipe, Beaumont, Tex., to Monroe, La., as compared with rates 
between Beaumont and points in the Beaumont district and other 
points in La. Asks cease and desist order and reparation. 

No. 25592. Caruso, Rinella, Battaglia Co., Inc., Schenectady, N. Y., VS 
Cx. 0. @& F PF. ao a. 

Rates in violation sections 1 and 4, fresh peaches, Harriman, 
Tenn., to Schenectady, N. Y. Asks reparation. 

No. ee. A on Service Gas Co., Bartlesville, Okla., vs. C. M. St. P. 
. et al. 

Rates in violation sections 1 and 6, wrought iron pipe, Mil- 
waukee, Wis., to Tonganoxie, Kan., diverted in transit to Law- 
rence, Kan., and thence diverted to Reno, Kan. Asks reparation. 

No. 25594. The American Steel & Wire Co. et al., Pittsburgh, Pa, 
vs. B. & O. et al. 

Demand for additional freight charges in violation section 6, 
sulphate of ammonia, Clairton, Pa., to Curtis Bay, Baltimore, for 
export; from Cleveland, O., to Curtis Bay, Baltimore, for export; 
and from Lorain, O., to Curtis Bay, Baltimore, Md., for export. 
Ask cease and desist order and reparation. 

No. 25595. Illinois Coal Traffic Bureau, Chicago, Ill., vs. A. & W. et al. 

Rates in violation sections 1 and 3, bituminous coal, mines i? 
Ill. to destinations in Wis., Minn, and Ia., as compared with rates 
from mines in Ind. coal fields. Asks cease and desist order and 
rates. 

No. F nny i Coleman Lamp & Stove Coal Co., Wichita, Kan., V® 

on e L. 

Unreasonable rates and charges, galvanized iron sheets, enam- 
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need 3 NEW ELECTRIC LINERS 


ober ALL 33,000 TONS IN SIZE 


S5.S. CALIFORNIA 5S.S. VIRGINIA 
Ss. Ss. PENNSYLVANIA In present day business, time is the 


















4. vital factor. Getting your goods to 
ine. Itinerary: New York-Havana- Panama Canal-Balboa- the buyer as speedily as possible builds 
r San Diego (Westbound)-Los Angeles-San Francisco. business for you. yoy Mel Lie 
7 Regular fortnightly sailings. 13 Days Coast-to-Coast in President “yo oo Bad L. 0 Cin 
rind either direction. Thoroughly modern freight facilities a to ns oe "4 p whem iaiie. guttim 
and refrigerated storage. Luxurious Passenger accom- ules are regu Re 
i i s nel is alert and competent. oute your 
modations. Special garage decks for carrying cargoes via American Mail Line for 
automobiles uncrated as baggage. speed and safety. 
riod Proposed Sailing Dates In addition, a fleet of fast cargo liners 
rith Westbound Eastbound makes frequent sailings to Japan, China 
ade fon ie eae fromSanFrancisco—*Los Angeles and the Philippines. 
ade California . . Nov. 12; Dec. 24 Pennsylvania. Nov. 19; Dec. 31 For full information, apply|desk No. 6 
Virginia . . . Nov. 26;Jan. 7 California . . Dec. 3; Jan. 14 20 fieeniuen New York 
Pennsylvania. Dec. 10; Jan. 21 Virginia . . . Dec. 17; Jan. 28 1714 Dime Bank Bldg Th oeaie 
ta and fortnightly Cheveafter 110 S. Dearborn St Chicago 
= “from Los Angeles 2nd day following Union Trust Bldg. Arcade Cleveland 


Te- General Freight Office 


s]| Ponoma focific line | A VERICAN 


INTERNATIONAL MERCANTILE MARINE COMPANY 





~ Pier 61 North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 216 North Michigan Ave. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bldg. 
San Franci 7 Market St. Los Angeles, 548 8S. Spring St. 96 offices in 22 countries at your service 


n sco, . 
Cleveland, 1000 Huron Road San Diego, 1630 Fourth St. 





. PANAMA MAIL SERVICE 


| EXPRESS PASSENGER AND FREIGHT STEAMERS 


between 
PHILADELPHIA e NEW YORK e LOSANGELES e SAN FRANCISCO e OAKLAND e ALAMEDA 


NEXT SAILINGS 
WESTBOUND COMING! Ae chaps moo 


FROM PHILADELPHIA FOUR NEW SUPER EXPRESS LINERS Santa Teresa — Nov. 7 


Santa Ana — Nov. 9 nta Cecilia — Nov. 21 


Santa Rosa — Nov. 23 BE pet pas FROM SAN FRANCISCO 


Santa Elisa — Nov. 29 * Santa Teresa — Nov. 9 
, again a Santa Cecilia — Nov. 23 


FROM LOS ANGELES 
Santa Teresa — Nov. 11 
Santa Cecilia — Nov. 25 


SAN FRANCISCO, 2 PINE ST. 
PHILADELPHIA, PIER 40 SO. WHARVES . : LOS ANGELES, 548 SO. SPRING ST. 
PITTSBURGH, HENRY W. OLIVER BLDG. NEW YORK, 10 HANOVER SQ. OAKLAND, HOWARD TERMINAL 
BUFFALO, 62 ROSEDALE AVE. HAMBURG, N. Y. CHICAGO, 230 NO. MICHIGAN AVE. ALAMEDA, ENCINAL TERMINAL 












Ns 






Da ad 





SE Ait ht For a ee 





FROM NEW YORK 


Santa Ana — Nov. 11 
Santa Rosa — Nov. 26 
Santa Elisa — Dec. 1 





on —— 

































































SC 
PLANOGRAPHS 


Quick - Accurate - Economical 


We announce the opening of a 
Planograph Department for Tariffs, 
Exhibits, Statements, Bills of Lading, 
etc. Reproduce direct from origi- 
nals. Also other reproduction work. 


EDWARD KEOGH 


PRINTING COMPANY 


Tariff Printers 
Keogh Building 
732-738 W. Van Buren Street 


CHICAGO, ILL. 


Water SHIPMENTS 


Best possible service for docking any size vessel—with 
its own power ¢ Prompt discharge of cargo « Modern 
stevedoring equipment ¢ 70 car capacity switchtrack 
served by Belt Railway of Chicago ¢ Direct rail con- 
nection with our three modern Chicago warehouses 


CROOKS 


TERMINAL 
WAREHOUSES 
103RD ST. AND CALUMET RIVER—SOUTH CHICAGO 
5801-5967 W. 65TH ST. 429-449 W. 14TH PLACE 
DOWNTOWN OFFICE—417-437 W. HARRISON ST. 
WABASH 4070 ° ° ° ° ° . ° CHICAGO 
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eled iron ware and glass lamp shades, Portsmouth, O., Youngs. 
town, O., Wheeling, W. Va., Beech Bottom, W. Va., and Middje. 
town, O., to Wichita, Kan.; from Cleveland, O., to Wichita, Kan. 
from Charleroix, Pa., to Wichita, Kan. Asks reparation, ” 
No. 25597. Hungerford & Terry, Inc., Clayton, N. J., vs. Pennsylvania 

Rates and charges in violation sections 1 and 6, sand, procesged 
for filtering and water softening, Sewell, N. J., to New Yor; 
Lighterage, N. Y. (Manhattan Piers, N. Y.). Asks rates ang 


reparation, 
No. a The Cudahy Farm Operating Co., Chicago, Ill., vs. 0. §, 1, 
et al. 


Unreasonable rate, feeder sheep, Cokeville, Wyo., to Calexico 
Calif. Asks cease and deSist order and reparation. ‘ 
No, Ps a & Sons, Inc., et al., Denver, Colo., vs. A. T, & 

. F. et al. 

Unreasonable rates, bananas, New Orleans, La., Gulfport, Migs, 
Mobile, Ala., Loredo, Tex.,;-—Galveston, Tex., and/or El Paso, Tex’ 
to Denver, Colorado Springs, Colo., and/or Cheyenne, Wyo. Ask 
rates and reparation. 

No. 25601. Worthington Creamery & Produce Co., Inc., Worthing. 
ton, Minn., vs. B. & O. et al. 

Unreasonable rates, butter, eggs, live and dressed poultry 
Worthington, Minn., to New York, N. Y., and to points in Mich, 
O., Pa., N. J., Mass., N-Y.-Md._and D. C. Asks reparation 

No. 25599. Bedford Stone Club, Bedford, Ind., vs. A. G. S. etal, ' 

Rates in violation section 3, Indiana limestone, producing points 
in Bedford-Bloomington district—to points in official, western 
trunk line and southern Missouri territory, as compared with 
rates on competitive materials (limestones, sandstones, marbles, 
granites, artificial stone, architectural terra cotta, face brick 
other than enameled, enameled brick, portland cement, lumber, 
crushed stone and terrazzo material) from points in official, west. 
ern trunk line, southern Missouri, southern classification and 
southwestern territory. Asks rates. 

No. 265602. E. A. Smith, Ogallala, Neb. vs. C. B. & Q. et al. 

Charges in violation section 1 and 3, sheep, Bonneville, Wyo, 
to OgaHala, Neb. Not given a like or similar fattening in transit 
privilege as at points on C. BR & Q. or C. & S. Asks reparation, 

No. — Kansas City (Mo.) Structural Steel Co. vs. A. T. & SF 
et al. 

Unreasonable rates, structural steel, Pittsburgh, Pa., to Kansas 
City, Kan., fabricated and reshipped to Topeka, Kan. Asks 
reparation. 

No. 25604. The Missouri Valley Bridge & Iron Co., Leavenworth, Kan. 
va. C. &. P. M. & O. ot al. 

Unreasonable rates, structural steel, Indiana Harbor, Ind. to 
Leavenworth, Kan., fabricated-and reshipped to Faith, S. D. Asks 
reparation. 

No. 25605. Georgia Fertilizer Co., Valdosta, Ga., vs. A. C. L. et al. 

Unreasonable charges, sulphate ef ammonia, Youngstown, 0,, 
to Valdosta, Ga. Asks reparation. 

No. 25606. Georgia Fertilizer Co., Valdosta, Ga., vs. A. C. L. et al. 

Unreasonable rate and charges, ammoniacal liquor, Detroit, 
Mich., to Valdosta, Ga. Asks reparation. 

No. 25607. Wyman, Partridge & Co. et al., Minneapolis, Minn., vs. 
B. & A. et al. 

Rates in violation sections 1 and 3, cotton blankets, points in 
New England to Minneapolis, Minn. Points in official classifica- 
tion territory of which Chicago, Milwaukee and St. Louis are 
representative preferred. Ask rates and reparation. 

No. 25608. Bates Barite of Texas, Odessa, Tex., vs. T. & P. et al. 

Unreasonable rates, ground crude barytes, and ground crude 
barytes and ground clay mixed,~Qdessa, Tex., to Hobbs, N. M. 
Asks rates and reparation. 

No. 25609. The Bloom Land & Cattle Co. et al., Roswell, N. M., vs. 
A. 7. & Ba OO. 

Unreasonable charges, stocker or range cattle, Roswell, and other 
points in N. M., to Hoehnes, @ other points in Colo.; from Foun- 
tain and other points in Colo. to Mossman, S. D.; from Roswell 
and other points in N. M. to points in Colo.; from points in Colo. 
to points in N. M. Ask rates and reparation. 

No, on} en Bridge Material Co., Omaha, Neb., vs. A. T. 
. F. et al. 

Unreasonable rates, asphalt flooring or paving boards or planks, 

Dayton, O., to points in Ia, and_Kan. Ask rates and reparation. 





Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign: 
ments now on the Commission’s docket of dates iater than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


November 9—Wichita, Kan.—Examiner Fuller: 
25506—S. A. Long Electric Co. vs. A. T. & S. F. Ry. et al. 
25455—Kansas-Nebraska Fertilizer Co. vs. Alton R. R. et al. 
25475—Massey Hardware Co. vs. C. R. I. & P. Ry. et al. 
25526—The A. J. Harwi Hardware Co. vs. Alton R. R. et al. 
25444 (and Sub. 1)—Mosbacher Motor Co. vs. A. & S. R. R. et al 
a F Watson Distributing & Storage Co. et al. vs. Alton 
. R. @ 
20606 —Lehmann-Higginson Grocer Co. et al. vs. A. T. & S. F. Ry. 
et a 


November 9—Roswell, N. M.—Examiner Clifford: 
25296—Otis Gin & Warehouse Co. et al. vs. A. T. & S. F. Ry. et al. 
25423—Johnson & Lodewick, Inc., et al. vs. A. T. & S. F. Ry. et al 


November 9—DeFuniak, Springs, Fla.—Railroad Commission of State 
of Florida: 

* Finance No. 9446—Application L. & N. R. R. for permission to 
abandon its line between Florala, Ala., and 


November 9—Louisville, Ky.—Examiner Snider: 
25495—Federal Chemical Co. vs. A. & E. R. R. et al. 


November 9—Charleston, W. Va.—Examiner Disque: 
* << oho in intrastate freight rates and charges—Part 13— 
. Va. 














November 5, 1932 


RICHMOND. VA. 


Storers, Distributors and Forwarders 
of General Merchandise 
‘ 175,000 Square Feet Floor Space 
. Sprinkled Buildings 
Be Southera R. R. Siding 20c Ins. Rate 


In CHICAGO 


0) i > eo 


Close to ‘‘Loop.”’ Office and warehouse space for 
lease. Merchandise storage. Pool cars distributed. 
runnel, water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD CHICAGO 


TARPAULINS 
i il Ha 


Protect merchandise in 
transit with “Shuredry” or 
“Fultex” waterproofed tar- 
paulins. They offer the kind 
of service you like to re- 
ceive. 

Write our nearest plant for 
samples and prices on _ tar- 
paulins, roll duck, wiping 
cloths, laundry bags, ice 
crushing bags, meat cloths, 
etc. 


HORDER'S 


TRAFFIC FORMS 


DOMESTIC and EXPORT FORMS continuously checked and 


revised against latest practices, rules and regulations. 


I. C. C. FORMS RULED FORMS 
Rule 5 Statement Car Records Claim Records 
Special Docket Shipment and Tonnage Records 
VISIBLE CLAIM RECORD 
TARIFF FILES BILLS OF LADING 
Sample Folder of Traffic Form Line sent upon request on your letterhead. 


HORDER’S Inc. 


231 S. Jefferson Street Chicago, Illinois 


Distribution 


Distribution—Storage— 
Forwarding of 
eneral Merchandise 


5. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 


The Traffic World 


PAGE 899 


CALMAR LINE 


INTERCOASTAL SERVICE 


EXMA - 36 » _ 
PORTMAR 10 |[Dec. 24)Dec. 28jJan. 19]Jan. 23|Jan. 25 Jan. 


Subject to change and/or cancellation without notice, as re 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add ether ports. 


THROUGH BILLS OF LADING ARE AVAILABLE TO] . 


ABERDEEN - Wash. BREMERTON ~ Wash. MARSHFIELD - Ore. 
ASTORIA - Ore. EVERETT - Wash. OLYMPIA - Wash. 
BELLINGHAM - Wash. 


WITH PROMPT TRANSFER 
Let Us Handle Your Next Shipment to These Points 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


MOORE & MecCORMACK CO., INC., SWAYNE & HOYT, LTD., Agents 
Gen. Agts. Los Angeles, Cal., 410 Chamber of Com- 
. Md., 15 S. Gay St. merce Bldg. 
os 140 $S. Dearborn St. Oakland, Cal, ist and Market Sts. 
Te Mileh, 2001-2 Industrial Bk. Bidg. Portiand, Ore., 917 Board of Trade Bidg. 


York, N. Y., 5 Broadway San Francisco, Cal., 215 Market Street, 
Philadephia Pa., Bourse Bidg. Matson Bi 


dg. 
Pittsburgh, Pa., Oliver Bldg. Seattle, Wash., 1519 Railroad Ave., South 
Regular Piers 
Atlantic Coast 


Baltimore—Pier 7, Port Covington, 
Western Md. Ry. 


Pacific Coast 
Los Angeles—230-B Terminal Island 


nal 
5 Oceanle Terminal 
San Francisco—Pler No. 48-B 
Seattle—Atlantie Dock Terminal 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bidg., PHILADELPHIA, PA. 


fa) SAVE TIME 
feat? and MONEY 


Ship Via 


© __ThePort of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 


Philadelphia—Pler 27-N, Reading Co. 











A 0 Vol. L, No. 
= The Traffic World —— ~~. 8 


November 10—Chicago, Ill.—Examiner Rogers: November 10-11—Argument at Washington, D C.: 
20769—In re charges for protective service to perishable freight. 1. & S. 3511—Coke between points in C. F. A. and Illinois tery. 


November 10—Evansville, Ind.—Examiner Snider: tories (and cases grouped therewith). 
25304—Evansville Chamber of Commerce et al. vs. A. T. & S. F. November 11—Pittsburgh, Pa.—Examiner Worthington: 


Ry. et al. 25346—-Pittsburgh Generator Go., Inc., vs. B. & O. R. R. et al, 
— ane pote, 1 and 2)—W. H. Driggers et al. vs. A. T. & S. F. 25498—McLain Fire Brick Co. vs. Pa. R. R. 
y. et al. November 11—Cincinnati, O.—Examiner Disque 
25229—-Finley & Co. vs. A. T. & S. F. Ry. et al. 1. & S. 3780—Grain and products to C. & O. Branch Lines. 
November 10—Philadelphia, Pa.—Examiner Dillon: 25457—Goldcamp Mill Co., Inc., vs. A. C. & Y. Ry. et al. 
25153—Conewago Gas Co. et al. vs. C. R. R. of N. J. et al. November 11—Philadelphia, Pa.—Examiner Dillon: 
November 10—Roswell, N. M.—Examiner Clifford: 25110 (and Sub. 1)—Downington Paper Co. vs. Pa. R. R. 
22716, Sub. 1—Diamond A. Cattle Co. vs. A. T. & S. F. Ry. et al. November 12—Memphis, Tenn.—Examiner Snider: 
(Further hearing, in accordance with Commission’s order of July 25382—Memphis Freight Bureau, for Forest Products Chemical Co 
i. 21, merge a a i al vs. G. S. & F. Ry. et al. ; 
ovember ashington, D, C.—Examiner Curtis: November 12—Salina, Kans.—Examiner Fuller: 
Hh cee An esa vs. N. m4 My re et al. 25484—Sharp Grain Co. vs. A. T. & S. F. Ry. et al. 
ovember ashington . C.—Examiner Woodrow: 
* Be : November 12—Philadelphia, Pa.—Examiner Dillon: 
ipranster K. . (Further hearing.) | S25489—Interstate Amlesite Co., Inc. vs. Pa. R. R. 
- , ovember 12—Cincinnati, O.—Examiner sque: 
November 10—Washington, D. C.—Examiner Boles: 25494—United Welding ‘Co. vs. B. & O. R. R. et al. 


* 25565—Investigation of Seatrain Lines, Inc, 
* 25546—Application of Mo. Pac. R. R. et al. for determination as to November 14—New York, N. Y.—Examiner Dillon: 
whether the proposed service will be in violation of section 5, 1. & S. 3821—Rags from New York City district to York, Pa. 
of the interstate commerce act et al. November 14—El Paso, Tex.—Examiner Clifford: 
24960—B. & M. Motor Co. et al. vs. A. & S. Ry. et al. 
25447 (and Sub. 1)—El Paso Packing Co., Inc., et al. vs. A. T. & 
S. F. Ry. et al. 


LEONARD’ November 14—El Dorado, Ark.—Examiner Snider: 
25355—Lone Star Asphalt & Petroleum Corporation of Tex. et al, 
st atiocheeeniididtimciiadianemenenienanaal ho wen Ag ed Ag 


November 14—Columbus, O.—Examiner Worthington: 


FREIGHT, EXP RESS, PARCEL POST 15912—-Ohio Farm Bureau Federation et al. vs. A. & W. Ry. et al, 


Rates and Routing All in One Book! 19901—Armour Fertilizer Works vs. A. C. & Y. Ry. et al. 
Send for Sample Sheets tae Assn., Inc., vs. A. C. & Y. Ry. et al. 
urther hearing). 
G. R. Leonard & Co. November 14—Washington, D. C.—Examiner Curtis: 
155 N. Clark St., Chicago 15 E. 26th St., New York 25437—Borden Brick & Tile Co. vs. A. C. L. R. R. et al. 


November 14—Washington, D. C.—Examiner Warren: 
Finance No. 3836—Minnesota, Dakota & Western Ry. excess income, 
November 14—Ft. Worth, Tex.—Examiners Mackley and Hall: 
17000, part 7—Grain and grain products within western district and 
for export (adjourned hearing). 
November 14—Salina, Kan.—Examiner Fuller: 
25456—Farmers’ Union Elevator Co. et al. vs. D. & R. R. R. et al. 


TRAFFIC MANAGERS 


7. J. McLAUGHLIN November 14 to 19, incl. and 21—New York, N. Y.—Director Bartel 
or Examiner Bardwell: 
TRAFFIC COUNSELOR Ex Parte 104, Part Il1—Terminal services (further hearing). 
Interstate Commerce and State Commission Cases November $4—Jntiane, oe Rie ue: _ 
Departmental Service 25521— John ‘arent oe . V8. ° ° e y. et al. 
November 15—Washington, D. C.—Examiner Mattingly: 
713 Mills Bldg. *1, & b — part oY a rates, and «onsolidated 
southwestern cases (adjourne earing). 
WASHINGTON, D. C. 25575—Vermont Marble Co. vs. D. & H. R. R. Corp. et al. 





25599—Bedford Stone Club vs. A. G. R. R. et al. 


HENRY J. SAUNDERS NO Sttion Noy Tet iock Birle, Commercial Rome 


4 
Valuation CONSULTING ENGINEER November 15—El Paso, Tex.—Examiner Clifford: 
Cest and Statistical Analysee—Matters Relating 25425 (and Sub. 1)—John H. Grant Co. vs. A. T. & S. F. Ry. et al. 
Experts 2 ee a venneene Nowo00 McConnell & Co, Inc, va, N.Y N. A. & H.R, R. (Furth 

cConne o., Inc., vs. N. Y. N. H. <a urther 

648 TRANSPORTATION BLDG. nearing, for purpose of determining the wean of reparation due 

complainant under findings in this case. 
WASHINGTON, D. C. 25067—Onondaga Pottery Co. et al. vs. A. C. L. R. R. et al. 





November 16—St. Louis, Mo.—Examiner Disque: 
25492—-Shell Petroleum Corp. vs. A. T. & S. F. Ry. et al. 
25518—Blackmer & Post Pipe Co. vs. A. T. & S. F. Ry. et al. 


November 16—Atchison, Kan.—Examiner Fuller: 
20147—Mangelsdorf Seed Co. vs. A. T. & S. F. Ry. et al. (for 
sole purpose of determining amount of reparation due parties un- 
der findings in this case). 
21080—Sub. 3—Allton Automobile Co. et al. vs. A. & S. Ry. et al. 
21080—Sub. 4—Andrew County Oil Co. et al. vs. A. & S. Ry. et al. 
21080—Sub. 5—Gilliam Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
(further hearing, for sole purpose of determining amount of rep- 
aration due complainants under findings in these cases). 
November 16—Fairmont, Ind.—Public Service Commission of Ind.: 
Finance No. 9311—Joint application of P. C. C. & St. L. R. R. and 
Pa. R. R., lessee, for authority to abandon that part of the Muncié 
Branch of the P. C. C. & St. L. R. R. extending from Converse 
to Matthews, Ind. 
November 16—Argument at Washington, D. C.: 
1. & S. 3660—Rates on Bristol and Norton Lines of N. & W. Ry. 
a 2 eed of Commerce of Johnson City, Tenn., vs. Sou. Ry. 
€ b 
November 16—Columbus, O.—Examiner Worthington: 
25383—Herzog Lime & Stone Co. vs. C. M. St. P. & P. R. R. et al. 
a 16—Salt Lake City, Utah—Public Utilities Commission of 
ah: 
* Finance No. 9608—Application Union Pacific R. R. for permission to 
— its line between Grass Creek Jct. and Grass Creek Mine, 


ATTORNEYS AT LAW 


te ap HARRY C. AMES 


ATTORNEY AT LAW 
Successer te Keene & Ames 
Fermerly Atterney and Examiner 
Interstate Commerce Commissien 
COMMISSION | transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 
Okiahema City Office, Petroleum Bldg. 



















ee QPerman 
i. -eaee Rome } From—Stamiord, South Norwalk, Bridgeport 
THRU RATES gn Ee ie) From Sec Set Ba 
AN ae soon mene Anes : a_i see } Canrnae ‘o—C. F. W. , A Inter-Mountain, 
eS oe CownecryCur i fee - at he Seal and Southwest 
DIRECT Via—CLYDE, OLD DOMINION, SAVANNAH, 
MALLORY and MORGAN S. S. 


— THAMES RIVER LINE, INC. 


Wew rR Re Pier 31 E. R. NEW YO! 
ROUTES <2 : 





































































